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National Waste Elimination 
a Source of Prosperity 
ONTINUED prosperity in this country has been 
discussed by economists for many months in an 
effort to find underlying causes and to predict the ex- 
tent of the present advantageous condition. How long 
can it last?) When are we due for the impending day 
of reckoning? These questions have been asked time 
and time again. An answer that is a challenge is 
contained in the annual report of the Secretary of 
Commerce, just released. “Thanks to elimination of 
waste and other contributing factors we can, as a na- 
tion, show one of the most astonishing transformations 
in economic history,” says Mr. Hoover, in summing up 
_ the results of exhaustive studies carried out by the 
heads of bureaus in his department. 

Wage rates have advanced from an index figure of 
199 in 1920 to 228 in 1924, while average wholesale 
prices of all commodities have dropped from 226 to 150 
in the same period. We thus have today the highest 
real wage in our history, and we have had three years 
of remarkable price stability, which has reduced specu- 
lation in commodities to a minimum. 

Every industry has contributed to produce this re- 
sult. Electric railways have been directly concerned 
in many of the projects that have been carried forward 
successfully. Simplified practice, for example, has 
shown the way to elimination of duplication in many 
lines, with actual benefit to the industry. Economy of 
man power released for productive effort much labor 
that heretofore had been considered essential. 

This is no time, however, to sit by smugly and dilate 
on past accomplishments. Any competent observer will 
find many inefficient and ineffective practices on the 
best of properties. Electric railways as a class are 
probably no better and no worse than other industrial 
units. It is our duty, no less than that of every other 
industry, to meet the challenge contained in the Hoover 
report and do our part in maintaining American stand- 
ards that in large measure are due to steadily mounting 
per capita productivity. : 


A Real Reward Exists 
for Work Well Done 


ITH this issue the series of articles based on the 

presentations in the Charles A. Coffin prize con- 

test is concluded. A wide range of subjects has been 

covered and a great variety of methods of treatment of 

each of a number of single problems by the several com- 
panies has been shown. _ 

The range in size, in locatien and in character of serv- 

ice of the thirteen contesting electric railway companies 

_ shows that there is no single formula for success. The 

very fact of entrance in the contest, however, indicates 

_ that the managements of these thirteen companies had 

faith in the work they have done and that they were 

proud of their records. Accordingly, the presentations 
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express some of the best thought in the industry along 
the lines covered in the invitation of the committee. 

Much can be learned by other companies by study of 
the methods these contestants have employed. Not all 
will be applicable in any particular case. Undoubtedly 
some of the ideas can be-used, either directly or with 
modifications, by any company. It is to be hoped that 
advantage will be taken of the work of these companies 
as it has been presented in this series of articles. 
Voluminous as it appears, it is a condensation of vastly 
more material which has been gone over with care to 
select only those portions of greatest value. 

It is to be hoped, too, that the publication of these 
articles will give to many more companies the inspira- 
tion to start at once to prepare for next year’s contest. 
Nothing can do more to show to the banker and to the 
investing public that the company is making progress 
than entrance in the competition, and nothing can do 
more to show the healthy condition of the industry as a 
whole than a contest next year with an even larger num- ° 
ber of presentations of high quality. 


Pick-Up and Delivery Service Is Best Way 
to Meet Motor Truck Competition 


REIGHT shipments handled by electric railways are 

usually of small weight and bulk as compared with 
those carried by the steam railroads. The average 
length of haul by the former is much the shorter. In 
fact, the situation of the electric railways of the United 
States in this respect resembles more closely that of the 
steam railroads of Great Britain than of those in this 
country. Competition here is rather between the elec- 
tric line and the motor truck than between electric and 
steam railroads. These factors have an important 
bearing on the desirability of operating pick-up and 
delivery service. Success which has attended such sery- 
ice in England promises well for its possibilities here. 

Comparatively little of the total volume of short-haul 
freight originates at points immediately adjacent to the 
tracks, or is consigned to such points. In utilizing elec- 
tric freight service, if the shipper does not have his 
own vehicles for local work, he must transact business 
with three separate agencies unless the rail carrier 
relieves him of this burden. On the other hand, the 
motor truck will call at the door of the shipper and 
deliver direct to the door of the consignee. Thus it 
appears that only by the establishment of pick-up 
and delivery service can the electric railway success- 
fully meet the competition of the motor truck. 

Performance of such service will not be free from dif- 
ficulties. Certain commodities require particular care in 
handling. Occasional shipments may be of such weight 
that special equipment is needed to care for them. First 
and last, operation of pick-up and delivery service is 
likely to mean a good many complications and much hard 
work. 

To pass up the opportunity to develop this business 
simply because such development is not easy, however, 
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would be a sign of weakness. In return for the extra 
service rendered charges on pick-up and delivery ship- 
ments must necessarily be somewhat higher than the 
ordinary station-to-station rates. How the Boston & 
Worcester Street Railway is handling this kind of traffic 
is told elsewhere in this issue. With adequate rates 
the business is proving a profitable one. Undoubtedly 
there are many other places where similar arrange- 
ments could be successfully worked out. The possibility 
of so doing deserves the thoughful attention of all elec- 
tric railway managements which are in a position to 
undertake operation of this kind. 


Vienna Comes Up 

Smiling 

HEN the World War deprived the great capital 

of Vienna of the greater part of its business, 
political and social prestige the average observer said: 
“Too bad, too bad. Light-hearted, easy-going Vienna 
will never survive the catastrophe.” 

But these doleful Cassandras were wrong. The 
Viennese have proved that their prosperity of past 
days was not all a matter of imperial power, for 
despite blow after blow following the fall from a great 
empire to a tiny state the Viennese are coming up 
smiling. There are many indications of this, but to 
a railway man the story of changes in transportation 
is the aspect most interesting and best understood. 

That story is told in the account of the Stadtbahn 
electrification. It is not a story of tremendous expendi- 
tures for luxurious and speedy travel, but a tale of 
how brave and able spirits pluck figs from thistles 
without minding the pricks incidental thereto. 

Consider first the basic condition that the Stadtbahn 
was not electrified just because steam operation is 
unpleasant and inefficient. It was equipped with elec- 
tric power because the territory of the Austria of today 
contains no coal. Consider, second, that the Vienna 
Stadtbahn was not a line that has reached maximum 
capacity under steam locomotive operation. In fact, 
it has been laid out for troop transfer rather than 
city development. So there was no pressure for elec- 
trification on the score of traffic saturation. Third, 
with a credit rating that brings money at a cost of 
15 per cent or more, the lender wants to be pretty 
sure that the project is sound. 

That is why the Stadtbahn electrification is a human 
interest story as well as a technical story. The latter 
side is taken up in various phases in the article itself, 
so needs little elaboration here. Only let this be said: 
The Vienna management in the person of Ludwig 
Spangler has enjoyed for many years a most extensive 
knowledge of American practices. Wherever its means 
have permitted and the situation was appropriate, the 
management has taken advantage of such practices. 
On the other hand, corresponding acquaintance with 
the best features of European electric railway practice 
has also led Vienna to select the best from its own side 
of the world. ' ; 

Of course, the nub of the story is the ingenious 
way in which Mr. Spangler has combined these ele- 
ments to produce an electric railway which will not only 
serve its present purposes well but also be more than 
a half-way step to a bigger electrification in the future. 
For the Viennese is looking forward to the growth of 


tomorrow rather than backward to the glories of the 
past. 
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The Increasing Need of College Men 
in the Railway Industry 


RELIMINARY conclusions resulting from the Yale 

survey on university instruction in transportation 
and the extent to which transportation companies de- 
sire the services of college trained men are now avail- 
able and were published on page 970 of last week’s issue. 

In distinct contrast to the situation in the large 
manufacturing companies, the results are negative. 
Transportation leaders interviewed are not particularly 
anxious for college men. They feel that the method 
of developing the higher transportation officials largely 
from the rank and file is the most satisfactory plan. 
The survey also finds that no very comprehensive courses 
in transportation are given in the colleges studied. 

Confronted by this situation, the investigators very 
pertinently ask whether it is the college or the industry 
which is wrong. Perhaps both are. It would be well 
first, however, to analyze some of the differences be- 
tween railway organizations and those of the manufac- 
turing and utility companies which send representatives 
to the universities each year to engage the pick of the 
graduating class. 

One of these differences is that the railways, both 
steam and electric, have as employees, at comparatively 
low wages, a very large body of men from whom pro- 
motions can be made for the higher offices. Another 
important difference between the manufacturing com- 
panies and the railway companies is that the former 


have large sales departments, which offer high rewards - 


to the college man with sales ability. Here are at 
least two reasons for the difference in attitude, both of 
the college man to the railway industry and of the rail- 
way industry to the college man. There may be other 
reasons, such as the longer hours and less opportunity 
for social recreation on the railway, with its seven-days- 
a-week service, and perhaps the alleged fewer oppor- 
tunities for advancement in the railway industry. 

To all of these points the principal answer is that 
under modern conditions the railways, both steam and 
electric, are needing for their executive positions men 
of wider culture than was necessary in the past, and 
this need will continue in greater measure. When 
transportation problems were largely technical the more 
able men in the rank and file who had joined the com- 
pany in boyhood possessed all of the qualifications 
necessary for higher executive work. The survey quotes 
one railway executive head as saying that college men 
are not satisfactory because they are not “steady plug- 
gers,” presumably like the man’ who has grown up in 
the industry and is used to working from twelve to 
fourteen hours a day for seven days a week. But it 
may be that some of the troubles of the railways are 
due to the fact that in executive positions are some 
of these very “steady pluggers’’ who know the technical 
side of the railway business thoroughly, but have very 
little knowledge of anything else, and, because they have 
taken very little social relaxation, are especially igno- 
rant of bases for public opinion. 

There is undoubtedly a growing need for collbes men 
of ability and sincere purpose on steam and electric 
railways. The course of study which they should pur- 
sue to fit them for transportation work is undoubtedly 
of less importance than the character of the man him- 
self and the interest which he feels in the work, but 
there is no doubt that a well-balanced course with 
future transportation service in view will help the stu- 
dent when he becomes a railway man. 


4 
j 
} 


icsitek 5, 1925 


ELECTRIC RAILWAY JOURNAL 983 
© aa enn ac 


A Responsible Truckman Acting as Boston & Worcester Street Railway Store-Docr Service 


Agent Delivering Boston Shipments to Cars 


Pick-Up and Delivery Freight Service 
Proves Profitable 


Rates Are Based on Terminal-to-Terminal Cost Plus Collection 
and Delivery Charge—One-third of Annual Freight Receipts of 
Boston & Worcester Street Railway Are Derived from This Source 


NAUGURATED in September, 1924, the store-door 
freight traffic of the Boston & Worcester Street 
Railway has steadily increased in volume until the 
tonnage now derived from this source supplies one- 
third the annual freight traffic receipts of this com- 
pany. The average yearly total gross freight revenue 
during the five-year period from 1920 to 1924, inclusive, 
exceeded $293,000, and the average haulage exceeded 
144,000,000 tons. An article on this subject was pub- 
lished in ELECTRIC RAILWAY JOURNAL, May 30. From 
these figures it is apparent that the store-door service 
will materially increase this year’s total revenue. 
Store-door freight service as operated by this com- 
pany is a pick-up-and-delivery plan which insures rapid 


transportation between points located within the area 


_ served by its own lines and adjacent territory covered 


by other electric railways which co-operate in the 
service. Thus, in addition to points in direct connec- 
tion with the 46 miles of company track between the 


cities of Boston and Worcester, a metropolitan area 
consisting of 44 towns and communities in and near 
Boston is reached with eighteen towns and cities in the 
Lowell-Lawrence and Haverhill district, north of Bos- 
ton; nine communities in the Brockton area, and points 
located in the Connecticut Valley. Within this territory 
the cost of shipping by the store-door electric freight 
plan is less than the charges rendered by either freight 
or express service over the steam railroads. 

At present 24 standard freight cars of 25 tons capac- 
ity each are operated from Boston to Worcester. A 
force of 70 employees is required at the various freight 
stations at Boston, Worcester, Marlboro, Hudson, Fram- 
ingham and Natick. Freight shipments are made-at 
night for the most part, though regular day runs are 
maintained with a car each way between Boston and 
Worcester and special cars chartered for independent 
shipments are frequently put in service on short notice. 

Two important features, time saving and the safe 


Assorted Shipments Received for Store-Door Delivery at the Worcerter Terminal 
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& Worcester Street Railway for Computing Collection 
and Delivery Charges 


delivery of commodities, are of interest to shippers of 
freight. In the store-door service these features are a 
particular asset. Orders for shipments are made by 
telephoning any one of the terminals. Here the ship- 
ments are assembled by an authorized truckman who 
acts aS a company agent. He makes out a shipping 
receipt for the consignor, keeps a copy for his own 
record and delivers three carbon copies to the railway 
company. Not only does the authorized truckman collect 
shipments but he also receives prepayments. For this 
latter purpose rate schedules have been prepared for 
commodity changes between the different points reached 
by this service and these have been distributed among 
shippers, chambers of commerce and also have been 
advertised in newspapers. In addition, three traveling 
solicitors are busy acquainting shippers with the advan- 
tages of this rapid delivery plan. 
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If a shipment is destined to Worcester from a point 
in the Boston area, collection at the Boston terminal 
as late as 11 a.m. will insure arrival at the Worcester 
terminal at 2 p.m. and delivery within the Worcester 
city limits during the afternoon. On the other hand, 
if collection is ordered in the Boston area in the after- 
noon, delivery in Worcester is made ona night run and 
the city delivery is ready at 7 a.m. the next morning. 
In this way the service meets the requirements of 
rapid transit delivery. 

Every freight car is sealed in transit. If for any 
reason way deliveries are ordered, the seal is broken 
by the conductor, a record made of the removal of any 
commodity and this record is delivered at the end of the 
run. Claims for the loss of goods or for damage of 
goods in transit are very few, and these few have been 
handled satisfactorily by the local agent. By this plan 
of considering local freight agents as claim adjusters 
for their territories, satisfactory arrangements have 
been easily worked out, for in nine cases out of ten a 
better understanding of a complaint. and more likeli- 
hood for an amicable settlement of a claim have thereby 
resulted. 

Freight rates for store-door service are based on 
tariffs which have been developed on general freight 
classifications commonly used on steam roads. To the 
terminal-to-terminal charge is added the collection and 
delivery charges, the latter representing the trucking 
item. By reference to the schedule of freight charges 
a shipper or agent can compute readily the freight costs 
to any point reached by the B. & W. system. For ex- 
ample, a shipment from Arlington, 8 miles from Boston, 
to Worcester may be taken. According to schedule, 
Arlington is in Zone 4 of the Boston district; the col- 
lection charge for first-class freight is 46 cents per 
hundredweight; the electric transit charge from the 
Boston terminal to the Worcester terminal is 30.5 cents 
per hundredweight, and the total charge then from the 
shipping point, Arlington to Worcester, is 76.5 cents 
per hundredweight. In Worcester the delivery charge 
(now being worked up under a new plan for delivery) 
will be approximately the same as that which governs 
the Boston territory. Thus costs are readily available 
to every shipper. 


Freight Terminal at Worcester, Where Heavy Westbound Shipments from Boston Are Received Daily 
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Restricted classes of freight have been established. 
These are acid, liquid in carboys, automobiles, brick, 


common and loose; coal oil, currency, melons, fertilizers, 


gasoline, high explosives, jewelry, and building mate- 
rials, slate, building and loose. Exceptions which in- 
clude such materials as require special packing or han- 
dling also require special rates. 

As the greater bulk of the freight traffic is west- 
bound from Boston, a plan for eliminating returning 
empty cars eastbound has been in force on the regular 
freight service for a number of years, and this works 
out advantageously in the store-door service. Local 
commodity tariffs covering about 70 classes of goods 
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Rates are in cents per 100 pounds 
CLASSES 


Minimum Charge — 0c. 


Schedule Which Gives Store-Door Service Tariffs Between Points 
on the Main Line of the B. & W. St. By. and Points North of 
| Boston. Shipments Are Made to the Boston Terminal and There 

Collected by an Authorized Trucking Company and Delivered 
f at the Consignee’s Door 


have been scheduled and are operative between Wor- 
cester and points east. Under’ these preferred rates 
certain classes of commodities which can be shipped 
in bulk with little handling, as, for example, envelopes, 
castings, paper and leather, are sent direct to the door 

of a consignee at an attractive rate. According to 
schedule, envelopes by the case can be shipped to Boston 
from Worcester at 18.5 cents per hundredweight; from 
the Boston terminal this same case can be transported 
by the authorized truckman to points north of Boston or 
into the Brockton area at a low figure, to Lowell for 
28 cents or to Lawrence for 32 cents per hundredweight. 
“In the opinion of R. J. Allen, freight agent for the 
company, the future of store-door delivery is very 
promising. © 
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Sales Methods Develop Business 
in Lexington 
ODERN sales methods’ for the development of 
utility business are exemplified by two plans widely 
different in character which are being tried out in 
Lexington, Ky., by the Kentucky Traction & Terminal 
Company. One is a campaign for passenger business 
as against the use of the private automobile and was 
begun shortly after Sept. 1 with a regularly organized 
sales force of five women, all wives of employees of the 
company, who made a house-to-house canvass of every 
home in the communities served by the company. As the 
visits are made in the daytime, the housewife was the 
one usually found at home. 

The fact that the company operates the city and inter- 
urban railway, furnishes commercial electric lighting 
and operates an artificial ice plant gave the solicitors 
plenty to talk about. They urged the advantages of the 
trolley over the private car, inquired about further 
opportunities for electric service and booked orders for 
household electrical appliances and for ice. On a typical 
day these five solicitors talked to 317 people, and made 
89 calls in houses where they found no one at home. 
During the first 37 days of the campaign they talked to 
9,600 people and developed considerable business as well 
as, it is believed, a very much’larger amount of good will. 

The other campaign was in promoting business on the 
interurban lines through the sale of tickets by city line 
employees. Regular tickets were sold at scheduled 
prices. The gain to the passenger came in saving the 
time which he would require to go to the terminal sta- 
tion to buy his ticket. The advantage to the company 
was that the use of the electric line rather than a bus or 
some other form of transportation was suggested to the 
prospective interurban passenger. 

The tickets were sold by motormen, inspectors and 
other employees on the local lines, each of whom carried 
a stock of interurban tickets which he-was authorized to 
offer to persons boarding the local cars. The results 
were quite satisfactory in number of tickets sold, par- 
ticularly by the inspectors. 


-— *“Tdeal Section” of South Shore 
Under Construction 


ONSTRUCTION of what will be known as an “ideal 

section” of the Chicago, South Shore & South Bend 
Railroad has been started east of Gary, Ind. This 
section will be 1 mile in length, but will be extended 
from year to year. New steel bridge work will 
be used for the support of catenary trolley suspension. 
The poles and steel overhead will be Bates, and of a 
design differing in several details from the recent in- 
stallation of this type on the Niles Center line of the 
Chicago, North Shore & Milwaukee. 

The steel will be 28 ft. high, the wire 23 ft. from the 
rail, A. E. R. HE. A. standard; 35 ft. across tracks and 300 
ft. apart. Concrete footings for the steel are nearly 
completed. It is expected that the overhead will be com- 
pleted before Jan. 1 unless the weather interferes. 

The ‘‘ideal section” lies between the Dunes Highway, 
principal automobile artery into Chicago from the east, 
and the Illinois Central Railroad tracks and will be a con- 
tinuous advertisement of the South Shore Line’s 
progressive policy in making the railroad one of the most 
modern in the country. 
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Vienna Stadtbahn Electrification Opened 


This 750-Volt Electrification Operates with Cars Available on 500-Volt Street Railways— 
Twin Contact Wires of Cadmium Copper, Use of Mercury Arc Rectifier Sub- 
stations and Layout for Eventual 1,500-Volt Operation Are Features 


PENED as a steam line in 1898, the Vienna 

Stadtbahn extends through the center of Vienna, 

on embankments and in cuts and tunnels. Like 
similar roads in other European capitals, the Vienna 
Stadtbahn was originally laid out with an eye to war 
purposes rather than the most effective distribution of 
a metropolitan population. In spite of this fact, the 
Stadtbahn was carrying 
some 40,000,000 passengers 
a year on a peace basis when 
the World War blockade led 
ta its shutdown in 1916. 
This suspension naturally 
led to traffic congestion on 
a number of the parallel 
street railway routes. 

As the sad financial con- 
dition of the state precluded 
any improvement of the 
Stadtbahn, the city of Vi- 
enna obtained in December, 
1928, a 30-year lease free of 
rental for the road on agree- 
ing to spend approximately 
200,000,000,000 paper kro- 


Legend 
—O— Belt Danube Canal and 
Vienna Valley Lines 
sorte Trunk Railway. 
—-— Connecting Lines 
—-—---— Suburban Lines 


Connections at Mariahilfergiirtel Station. 
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nen (about $2,667,000) for the electrification of those 
portions known as the upper and lower Vienna Valley 
route, Danube Canal route and the belt route. 

The lease is subject to cancellation after ten years 
should the State Railways wish to go to a heavier and 
faster type of electrification. 

This work was completed as recently as May, 1925, 
but the hustling Viennese 
are already planning fur- 
ther rapid transit facilities 

-In-view of the fact that local 

riding increased from 326,- 
000,000 rides in 19138 to 
560,000,000 in 1924, and is 
still rising despite less pop- 
ulation. 

The following account of 
the electrification is based 
largely on facts furnished 
through the courtesy of 
Ludwig Spangler, general 
manager of the combined 
street and electrified rail- 
ways, city of Vienna. 

The Stadtbahn, having 
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been laid out for strategic purposes, was constructed 
according to the trunk line standards of Austria, with 
wide clearances, light grades and bridges capable of 
taking the heaviest trains, but the routing was most 
unfavorable for local transit, aside from which the large 
proportion of tunnel made steam service unattractive. 
For the latter reasons, the only way to build up business 
was to charge fares below those of the street railway 
and that were far from profitable. 

The desirability of electrification had been appre- 
ciated as early as the opening years 1898-1900, when 
low-voltage equipment was tested on one route, and in 
1905, when a trial was made of high-tension direct- 
current equipment. In 1910 a detail study showed that 
it would cost 30,000,000 to 40,000,000 gold kronen to 
electrify the same routes that are comprised in the 
present work. 

Military considerations and lack of money prevented 
electrification before the war. One important deterrent 
was the peculiar nature of the Stadtbahn traffic. Its 
industrial riding was low, but its holiday riding very 
high. This made the electrification of the rolling stock 
prohibitive, even in 1910, so long as the cars were avail- 
able only for Stadtbahn service. 

Because of its low traffic density, the Stadtbahn 
could not be regarded in the same light as other metro- 
politan systems of rapid transit order. It was carry- 
ing only 1,470,000 passengers per annum per kilometer 
(0.62 mile) of route, as against 3,000,000 to 6,000,000 
on other European rapid transit systems. In 1913, 
when 41,200,000 passengers were carried, the Stadtbahn 
failed to meet its bare operating expenses. 

Lack of coal caused a total suspension of the line in 
-December, 1918. In 1922 service was resumed to the 
extent of 25 trains a day for the relief of the western 
main line section and not for any worth-while local 
purposes. On the other hand, the need for more urban 
transit facilities was becoming more pressing. 

Since it was out of the question to take up the plan 
of 1910, involving a pre-war cost of, say, 40,000,000 
gold kronen and a post-war cost of 450,000,000,000 to 
600,000,000,000 paper kronen, a plan had to be worked 
out for a substantially lower cost; all the more so as 
capital formerly obtainable at 4 per cent would cost at 
least 15 per cent. 

The first decision was to confine the electrification to 
the 26 km. (16.1 miles) of routes named and shown 
on the accompanying map. The routes thus selected 
were those used by all but 6,250,000 of the 41,200,000 
_ passengers carried in 1913. — 

The second decision was that the Stadtbahn and the 
Municipal Street Railway would have to use the same 
rolling stock to keep electrification costs within bounds. 
The fact that the periods of maximum patronage for 
the two systems are different works out very well for 
this plan. The street railways carry their maximum 
loads in the cooler months and the Stadtbahn in the 
summer. Although the street railways have occasional 
peaks on summer Sundays and holidays, there is no 
shortage of equipment because very few cars are then 
in the shops. This condition made it possible to get 
' along with a comparatively small number of new cars 
for the Stadtbahn, plus the addition, in summer, of the 

more recent city cars, which are fitted with pantograph 
- collectors, airbrakes, etc., to make them available for 
Stadtbahn use. 

The management does not regard this use of street 
cars on rapid transit track as the final solution, but 
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Catenary with Twin Contact Wire Near Hiitteldorf 


simply as a means of bridging the gap toward whatever 
the future requirements may be either in subway or 
heavy electrification. 

Another important advantage of this plan is that 
different city routes can feed in and out of the Stadt- 
bahn routes in any combinations desired as is actually 
the case with Route 18 (Stidbahnhof). This produces 
a better system of traffic distribution and a more inten- 
sive use of certain parts of the Stadtbahn. 

From the public’s standpoint, a rapid transit system 
should provide short headways and fast trains. This 
has been achieved by confining the operating unit to the 
combination of one motor car and two trailers cus- 
tomary in street railway service and by a schedule 
speed of 23 to 24 km. an hour (14.3 to 15 m.p.h.) on 
workdays. This compares with the old steam average 
of 21 km. an hour (13 m.p.h.) and the street railway 
average of 12.5 km. an hour (7.75 m.p.h.). The dis- 
tance between stops on the Stadtbahn varies from 600 
m. to 2,400 m., with an average of 850 m. (2,788 ft.). 
The headways are four minutes to two minutes, with 
a possible 13-minute minimum. 


ROLLING STOCK OPERATES ON BOTH 500-VOLT 
AND 750-VOLT ROUTES 


The new rolling stock comprises 60 motor cars for 
the Stadtbahn and 90 for the street railways, good for 
a maximum speed of 24.8 m.p.h. In addition, one hun- 


dred and twenty-eight old motor cars were converted to 
The main purpose of the change was to have 


trailers. 


apy the Street Railway Connection Is Made with the Stadtbahn 
at Mariahilfergiirtel Station,.. The Tramway Is at the Left and 
the Stadtbahn at the Right. The Connecting Track in the Center 
Had Not Been Equipped with an Overhead Wire When This 
View Was Taken 
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more motor cars capable of drawing two trailers. The 
new cars were ordered earlier than anticipated owing 
to an unlooked-for ‘in¢tease in street car riding which 
began late in 1923 and thereby raised the traffic from 
458,000,000 in 1923 to°568,000,000 in 1924, equal to 300 
rides per inhabitant per annum aside from transfers. 
.Multiple-unit control and automatic block signals were 
| chosen to permit a large increase in Stadtbahn traffic 
‘over steam days. ‘ 

| Distribution at 750 volts d.c. was selected to permit 
the new motor cars to run both on the Stadtbahn and 
the 500-600-volt street lines. Furthermore, the general 
electrical construction is laid out to take care of eventual 


operation at‘.1,500 volts d.c. in case of trunk-line elec- . 


trification. 


The change:over was made in record time. The last 
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At Hiitteldorf the southeastern portion of the wait- 


-ing station adjacent to the river was set apart for use 


by riders on the electrified line. The new layout here 
is in the form of a loop with platforms on the outer 
side of the track and equipped with “umbrella” roofs. 
The electric tracks are on the same level as the steam 
tracks, but are separated from them by open metal bar- 
riers and ticket offices at the dividing line between the 
two parts of the station. There is no fare collection on 
cars in Stadtbahn service. 

The space within the passenger loop contains the 
carhouses and shops, with thirteen tracks to care for 99 
cars. The portable substation also has track facilities 
here. 

At Heiligenstadt station a similar loop, but of 22 m. 
(72 ft.) instead of 32 m. (104.6 ft.) radius, was 


Six-Car Train Made Up with Two Motor Cars and Four Intermediate Trailers 


‘steam train was withdrawn Sept. 30, 1924, and the prop- 
erty turned over to the municipal forces Oct. 10, 1924. 
The official opening day was June 38, 1925, or less than 
eight months later. The Danube Canal line, the last to 
be equipped, was put in operation on Oct. 20. This elec- 
trification adds 27 km. (16.7 miles) of route to the 271 
km. (168 miles) of street railway route, giving Vienna’s 
present population of 1,850,000 (against 2,160,000 in 
1913) a total of 184.7 route-miles of electric rapid 
itransit and street car lines. ; 

The fares on the Stadtbahn have been made the same 
‘as on the surface lines and a free transfer is given 
between them, so that passengers are encouraged to use 
whichever is quicker. In this way car-hours as well as 
passenger-hours are reduced. There are only two fare 
zones, one comprising the urban area, the other the 
suburban area. : 

Hiitteldorf and Heiligenstadt are the terminals of the 
Stadtbahn. As these stations were designed for trunk- 
line service, it was necessary to provide separate facil- 
ities for handling local riders en masse. 


installed. In this case signals had to be added because 
of a crossover at grade of the belt and Danube Canal 
routes. Inside this loop is a carhouse with nine tracks | 
for 102 cars and space for the portable substation. Open 
metal barriers separate the electric passengers from 
the steam passenger tracks. All platforms are covered. 
Passengers who use only the Stadtbahn reach it by 
means of a short tunnel under several steam tracks. 

At Hauptzollamt station all of one platform and half 
the width of a second platform were turned over to elec- 
tric traffic, while switching connections between the cor- 
responding through tracks and the steam tracks were 
removed. A stub track was added for the portable 
substation. The usual metal barriers were installed to 
separate steam from electric traffic. 


TRACK CHANGES TO PERMIT CITY CAR CONNECTIONS 


Under steam operation trains ran through from ter- 
minal to terminal despite great differences in density 
of traffic. To overcome this in the case of the Vienna 
valley route, which has- much lighter traffic between 
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Hietzing and Hiitteldorf, the right-of-way at Hietzing 
was widened to permit a third track for turnbacks. 
A second turnback for Vienna valley and belt route cars 
was added at Meidling-Hauptstrasse station. 

Connection with the street railway trackage was 
opened at two points. One is purely for operating con- 
venience and not for passengers; the second permits 
inter-operation between the Stadtbahn and Route 18 
of the street railways. 

At several of the intermediate stations side tracks 
have been built for use by portable substations, in 
addition to the sidings pepraded for this purpose at the 
main stations. 

Tracks alongside the platforms taken for electric 
operation had to be shifted to correspond to the change 
‘in car width from 3 m. (9.8 ft.) to 2.26 m. (7.4 ft.). 
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return circuit by means of plug terminal bonds and 
cross-bonding was installed at intervals of 200 m. 
(656 ft.). 


CATENARY CONSTRUCTION PROVIDES FOR FUTURE 
INTENSIFICATION OF SERVICE 


In view of the probable ultimate use of the Stadtbahn 
for heavier and faster equipment, catenary construction 
was chosen, including the use of tension weights for 
automatically taking up sag in the contact line. The 
catenary is suspended at intervals of 50 to 55 m. (164 
to 180 ft.) in the open and at intervals of 20 to 30 m. 
(66 to 100 ft.) in covered sections. The minimum 
clearance between the rail head and the contact wire 
is 4.8 m. (15.7 ft.) in open sections and 4.35 m. (14.3 
ft.) in covered sections. 


Mercury Are Rectifiers at Wihringerstrasse Substation. 


The station platforms are practically flush with the 
lower step of the trolley cars as they were with the 
first step of the steam cars, but the electric cars load 
faster because they have only two steps instead of 
three. 

Minor changes in track were also required because 
the tread and flange of the electric car wheels had to be 
serviceable both on the former steam track of 1,435 mm. 
(4 ft. 84 in.) gage and the paved grooved rail laid to the 
street railway gage of 1,440 mm. In most cases the 
spread of the Stadtbahn track in service took up this 
slight difference. Rails were removed and respiked 
where the gage was less than standard (1,485 mm.) on 
curves of more than 1,450 mm. gage. 

_ The general tuning up for electric operation included 
a thorough reballasting and replacement of 5 per cent 
of the ties. The joints were made available for the 


The Type of Rectifier Used Here 
Is Somewhat Different from That Illustrated in the Sechshaus Station 


The contact wire is of grooved cadmium copper of 65 
sq.mm. cross-section (slightly less than No. 00 B. and 
S. gage), carried two per track. The catenary itself 
is also of cadmium copper and of 70 sq.mm. cross-sec-- 
tion (slightly larger than No. 00 B. and S. gage). This 
arrangement gives a combined cross-section of 200° 
sq.mm. (nearly 400,000 circ.mil), thereby avoiding the 
cost of separate feeders. The use of twin contact wires. 
is also advantageous for current collection through the 
increase in contact area and the consequent decrease in. 
arcing and wear of pantograph shoes and contact wires. 

Cadmium copper was chosen following three years’ 
satisfactory experience on the street railways. It is far 
tougher than electrolytic copper and not a materially 
poorer conductor. Owing to unsatisfactory experience 
with a figure eight section, the choice was made of a . 
contact wire of circular form but with two rectangular” 
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grooves along the plane of the wire in the upper half 
of the section. The catenary hangers clamp into these 
longitudinal grooves. The grooved wire has the further 
advantage of being practically the same hardneess 
throughout and of offering minimum resistance to wind. 

Porcelain insulators are used to insulate the contact 
wire and hangers from the ground. These insulators 
are made for a possible line potential of 2,000 volts 
and therefore can stay for 1,500-volt operation later. 
Owing to the simple and direct method of insulation 
employed all poles are grounded to the running rails. 

In the open the poles are of pleasing lattice design. 
Elsewhere old rails serve as poles, except where excep- 
tional strains have to be met. The span members are 
channels. Accompanying illustrations show the appear- 
ance of the overhead construction under different con- 
ditions. 

Three of the section insulators built into the line 
can be actuated through remote control. The remain- 
ing insulators are hand-operated. 

Four manufacturers shared in building the overhead. 
While their methods of automatically taking sag differ, 
all are alike in respect to the spacing of the take-up 
weights at intervals of 1,000 to 1,200 m. (38,300 to 4,000 
ft.). These companies were the Austrian Siemens- 
Schuckert Works, the Elin Company, the Allgemeine 
Company and the Austrian Brown-Boveri Works. 


ILLUMINATION INCLUDES GAS-FILLED LAMPS— 
SEPARATE TELEPHONES ADDED 


Illumination of the tunnel section is supplied direct 
from the 220-volt mains of the municipal lighting sys- 
tem to 32-cp. metallic filament lamps with waterproof 
porcelain fittings. At the Hiitteldorf and Heiligenstadt 
yards illumination is supplied with 100-watt gas lamps 
fed from transformers, but everywhere else, except in 
the tunnel as noted, use is made of 40-watt gas-filled 
lamps fed from the 220-volt municipal system. 

Merely by supplementing the existing steam signal 
and telephone wiring the management developed one indi- 
vidual telephone system for general operating purposes 
and a separate block telephone layout for the main- 
tenance department. The terminal stations Hiitteldorf 
and Heiligenstadt also tie in with the state telephone 
system. 

The hand-operated block signal system of steam days 
has been succeeded by automatic a.c. track circuit opera- 
tion except that switchmen are still employed at branch- 
offs. A track trip actuates the emergency feature of 
the air brake of any train which over-runs a “stop” 
signal. Light indications are used exclusively instead 
of special daylight semaphores. This installation is the 
first of the kind in Austria and was furnished by 
Siemens & Halske. 


MErRcurRY ARC RECTIFIER SUBSTATIONS FED FROM 
City PLANT 


In devising a suitable substation and distribution 
system, thought had to be given to the condition that 
while the normal traffic of the Stadtbahn is light, there 
are several days in the year when the Viennese public’s 
love for outings produces extraordinary peaks. Since 
the existing. substations of the municipal lighting sys- 
tem would be unable to carry the new load, it was 
decided to install the railway substation equipment at 
four locations most economical from the railway’s stand- 
point of distribution efficiency. These plants are near 
the following passenger stations: Unter-St. Veit, 
Wahringerstrasse, Hauptzollamt and Meidling-Haupt- 
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strasse. The first two of these are in buildings devoted 
exclusively to the Stadtbahn, the third is in the base- 
ment of a public market and the fourth is part of the 
Sechshaus substation for joint lighting and railway use. 
A portable substation car is provided for reserve needs, 
as noted earlier in this article. 

Success of the mercury arc rectifier principle in exist- 
ing substations of the railway led to the decision to 
make such equipment standard in the new plants except 
for the portable outfit. The qualities found especially 
desirable were simplicity of apparatus, compactness, 
capacity to absorb heavy and sudden peaks and almost 
equal efficiency at all loads. Only the portable substa- 
tion is of the rotary converter type. 

At Sechshaus the equipment comprises three 725-kw. 
rectifier sets of Austrian Siemens-Schuckert make, at 
Wahringer Belt three 700-kw. sets of Allgemeine make 
and at Unter-St. Veit and Grossmarkthalle two 680-kw. 
Austrian Brown-Boveri sets. This gives a total con- 
tinuous load capacity of 6,995 kw. in rectifier equipment 
alone. 3 : | 

Each rectifier set receives 5,000-volt, 48-cycle, three- 
phase current through a three-phase six-phase trans- 


Interior of Mercury Arc Rectifier Joint Substation at Sechshaus 


former. The secondary is wound to give an average 
rectifier pressure of either the present 750-volt line 
potential or eventual 1,500 volts. Special equipment 
is provided also to secure potentials of 600 down to 400 
volts so that the substations can be used to aid either 
the street railways or the lighting distribution. This 
arrangement prevails already at the joint railway and 
lighting station and is of value inasmuch as the light- 
ing peak comes in winter and the Stadtbahn peak in 
summer. 

The rectifier tanks are water cooled from mountain 
springs, but reserves are also provided in the form of 
reservoirs fed from wells by means of electric pumps. 


- All transformers, except those in the basement of the 


public market, get along with natural ventilation. These 
latter transformers are water cooled from the same 
sources as the rectifier containers. The stations are 
fitted with the protective devices against overload, etce., 
customary in other types of substations. At night and 
other periods of minimum load intermediate section 
insulators can be cut out to permit the entire line to be 
served from the combined railway and lighting substa- 
tion, located near the center of the Stadtbahn load. 

Various other shifts of the section insulators are 
possible. For example, when one of the smaller substa- 
tions is cut out, its high-tension cables may be used by 
one of the larger substations for d.c. feeders. 
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Standard Single-Truck Motor Car Also Available 
for Street Railway Use 


The portable substation has a 700-kw. rotary con- 


verter made by the Elin Company. 


ROLLING STOCK MADE FOR RAPID INTERCHANGE 
OF PASSENGERS 


Aside from the desirability of having cars that could 
be operated on both the Stadtbahn and street railway 
divisions, it was essential to use a design that would 
permit rapid interchange of passengers and avoid dif- 
ferent platform arrangements of motors and trailers. 
Hence trailers and motors are of the same dimensions 
and general layout. Like the latest street railway 
design, they are 10.7 m. (35 ft.) over the wooden body, 
11.6 m. (88 ft.) over the draft rigging, 2.27 m. (7.4 ft.) 


‘wide over the sides and 2.1 m. (6.9 ft.) wide within. 


The height from rail head to roof (regardless of current 
collectors, resistors, etc.) is 3.2 m. (10.5 ft.) and of the 
car body alone 2.2 m. (7.2 ft.). The 2.3 m. (7.5 ft.) 
platforms taper to a width of 1.7 m. (5.6 ft.). 

In addition to the double vestibule doors at each end 
for entrance and exit each car is equipped with bulkhead 


doors between platform and body. 


A train on the Stadtbahn has one motorman and one 


> 
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guard, so that passengers are expected to open and close 
doors themselves. In the case of through trains there is 
a conductor on each car to sell tickets and collect fares 
while the cars are on the surface tracks. These conduc- 
tors leave the train when it passes on to the Stadtbahn 
tracks as tickets on the Stadtbahn are sold and collected 
at stations. After leaving the train the conductors wait 
for the next through train in the opposite direction. 

The seating capacity of 24 is made up of four longi- 
tudinal corner seats for three passengers each and the 
remainder of double-cross seats, an arrangement which 
facilitates easy ingress and egress. The permissible 
number of standing places in these cars is 47 on motors 
and 53 on trailers. This gives a permissible capacity 
of 71 for motor cars and 77 for trailers, but overloads 
to 84 and 99 respectively are considered possible. 

Following custom, the windows are larger than in 
American practice, viz., 1 m. (39.4 in.) wide and 0.9 m. 
(36 in.) high, which permits stiffer side construction 
through the use of wide posts. On the other hand, 
modernization appears in the use of a strong, light- 
weight metal for the framing. This is known as 
“silumin,” because its main ingredients are aluminum 
and silicon. The roof is of arch design with a Zurich- 
type ventilator mounted at each end just above the bulk- 
head line. 

Although the platforms have two steps, one of 420 
mm. (16 in.) and the other of 325 mm. (12 in.) height, 
there is really but one step to climb at Stadtbahn plat- 
forms, which are 340 mm. (134 in.) above the rails. 
The car body floor is 200 mm. (8 in.) above the car 
platform level. Ludwig Spangler, director of the com- 
bined Vienna system, who was the first continental 
operator to adopt American passenger interchange 
practices, has provided clear railed aisles of 1.2 m. 
(47.3 in.) each for ingoing and outgoing passengers. 

The car body is mounted on a single truck of 3.6 m. 
(11.8 ft.) wheelbase fitted with 870 mm. (34 in.) 
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Plan, Elevations and Section of Motor Car for Either Rapid Transit or Street Use 
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The distance between the semi- 
All ears have Kunze- 
Hand-brakes 


steel-tired wheels. 
elliptic springs is 6.1 m. (20 ft.). 
Knorr air equipment, including sanders. 
are also provided for double-end operation. 
Current is collected by means of a pantograph with 
aluminum shoe and goes to a pair of 750-volt interpole 
motors having an hourly rating of 66.5 to 73.9 kw. at 
collections ranging from 98 to 110 amp. Four different 
makes were purchased. The continuous load rating is 


at least 72 per cent of full load. When these motors are 
operated on 550-volt street railway lines their output 
is approximately 73.5 per cent of the foregoing ratings. 


At Left, Upright Stanchion Back of Driver’s Seat Assists Passengers When Alighting. 
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Improved Bus Construction* 


ESULTING from experience with eighteen buses 
which the Houston Electric Company, Houston, 
Tex., has in service, numerous improvements have been 
developed and installed. 
One of these is a stanchion which has been placed 


immediately behind the driver to assist passengers when — 


leaving. It was found that when a person wished to 
alight he would arise and start down the aisle and 
during the retarding movement for the stop would be 
carried forward rather fast. As a result, there was a 


At Right, Cowl Ventilators 


from Engine and Deflector Over Door Opening Protects Passengers from Drippings 


Roller bearings for either oil or grease lubrication are 
on the armatures. Motor weights range from 1,510 to 
1,840 kg. (3,320 lb. to 4,000 lb.). Two sets of resistors 
with copper-nickel wire are used, one on the roof is in 
circuit during the summer, while the set under the car 
seats is in circuit during the winter for car heating. 

Electro-pneumatic multiple-unit control permits oper- 
ation up to nine-car trains and also over a possible 
line potential range of 780 to 450 volts. 

Car lighting is carried out by means of two series of 
eight lamps. rated 32-cp. at 95 volts. The automatic 
cutting in and out of lamps respectively on entering and 
leaving tunnels is obtained by suspending the contact 
line in tunnels 500 mm. (20 in.) lower than’ in the open. 

The average weight of a motor car fully equipped is 
16,400 kg. (36,080 lb.) and of a trailer 9,200 kg. (20,240 
Ib.), or 34,800 kg. (76,560 lb.) per three-car train. 
This makes the weight per seat 480 kg. (1,056 lb.) and 
per seat and permissible standing capacity. combined 
155 kg. (341 lb.). Recently ordered trailers, however, 
will weigh only 8,200 kg. (18,040 lb.), which will reduce 
the train average per seated passenger to 455 kg. (1,010 
Ib.) and per seated and standing passenger combined to 
146 kg. (321 Ib.). 


tendency to grasp the back of the operator’s seat or take 


hold of the operator’s head or shoulders. Installation of 
a stanchion has eliminated.this. ‘ 

The position of the instrument board was not such as 
readily to be visible by the operator, and this has been 
moved to the right from its original position. An 
illuminated duplex air gage has also been substituted 
for the original type of air gage. 

Two windshield cleaners have been installed, one for 
each lower half windshield. These are operated by air 
pressure. In order to permit air to pass down around 


‘the operator’s feet, where the heat from the motor was 


most noticeable, two cowl ventilators have been installed. 
A new type of safety brake pedal has also been developed 
in conjunction with the Westinghouse company. This 
provides the dead man control feature, which is familiar 
in car operation. The pedal is arranged so that if the 
operator takes his foot entirely off, the emergency brake 
is applied and the door is opened. In order to prevent 
drippings from rain from falling on passengers as they 
alight a deflector has been installed on the roof just over 
the door opening. 

*This article is based on material included in the brief sub- 


mitted to the Charles A. Coffin Prize Committee of the American 
Electric Railway Association by the company named. 
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Service Is a Necessary Function of 


Operation 


DVN eA RT LCL E 


This, the Concluding Article of the Series, Covers the Public Relations 
Methods of the Remaining Six Companies Entered in the Charles A. 
Coffin Prize Contest—Many Different Merchandising Methods Are Used 


the basis of the article in this series published 

last week, service is considered fundamental to 
any successful public relations policy by the companies 
whose presentations in the contest for the Charles A. 
Coffin award are abstracted this week. 
_ While all agree on the necessity for good service, 
the manner in which special features have been worked 
out covers a wide range of ideas. Novelties such as 
free cars for department store patrons paid for by the 
merchants, New Year cards presented by the operators 
and electric refrigerator cars show the wide range of 


| IKE the six companies whose public relations formed 


endeavor selected by the various companies as means of 
expression. Back of it all is a consistent advertising 
program and a policy of making the company officials 
part and parcel of the communities in which they live 
and serve. 

All in all, these six companies as well as those whose 
methods were presented last week give a direct answer 
to the challenge of the committee in its invitation— 
“Success in gaining public good will as indicated by the 
initiative, skill and enterprise manifested in populariz- 
ing electric railway service—more riders and more 


revenue,” 


Houston Electric Company 


: SUAL forms of advertising and 

publicity have been employed by 
the Houston Electric Company. Daily 
newspapers, occasionally weekly papers, 
and school magazines have carried the 
bulk of the paid advertising. Moving 
pictures have also been shown in local 
houses. 

In 1922 a traffic department was or- 
ganized, the prime purpose of which 
was to popularize the service, prin- 
cipally through giving personal atten- 
tion to suggestions and complaints from 
the public. ‘This service has resulted 
in gaining many personal friends for 


We Want 


Your Business 


_ It has been our endeavor to sell more transportation. 
We believe it 18 to your interest co buy more. There are 
many advantages to street car and bua riding that we 
hope will appeal to you. 


Every man and woman who goes to a market seeks the 
beet merchandise at the lowest price. The aame is true 
of almost every article, Certainly it ie true of tranaporta- 
tion. Street cars furnish the beat transportation. The 
best because the most dependable, the safest, the surest 
and measuring up to the other test—the Moat Economical. 


muprovement of service depends upon patronage. We 
would like for you to underetand that the more you ride 
the more frequently will you find cara on hand to carry 


you, 


Ride the street cars and busses, be relieved of parking 
worries, assure yourself of getting there and back safely, 
and bear in mind that you will save money by using thie 
mode of transportation. 


One of the Poster Advertisements Used by 
the Houston Electric Company 


the company with individuals who have 
come in contact with the department. 

Several methods of merchandising 
transportation have been developed. 
Chief among these has been the con- 
stant and continued training of the em- 
ployees to sell the service through fre- 
quent meetings devoted to this purpose. 


Northern Texas Traction 
Company 


AMES have been selected for the 

motorized trail cars used on the 
Crimson Limited of the Northern Texas 
Traction Company between Fort Worth 
and Dallas. These names—‘Depend- 
able,” “Convenient,” “Permanent,” 
“Comfortable,” “Economical,”  “Su- 
perior”—likewise typify the company’s 
slogan, “Speed with Safety.” 

Perhaps one of the most interesting 
experiments ever conducted to show 
the value of the street car to our com- 
munity life was tried by this company 
in Fort Worth, Tex. A widely-adver- 
tised sale of one of the large depart- 
ment stores began to lag in its second 


week. A scheme was worked out so- 


that for one day, between the hours 
of 9:30 and 12:30 in the morning, a 
canvas hood was drawn over the fare 
box and no fares were collected, ar- 
rangements having been miade with 
Sanger Brothers to pay the street car 
fare of every one who came into town 
during those three hours. Likewise, at 
every exit from this store the people 
leaving were given coupons entitling 
them to ride home on any car in the 
city if presented before 6:30 that 
evening. 

The number of sales made on the 
day of this experiment surpassed any 
previous figures ever made by the store 
during the hours between 9:30 a.m. and 
2 p.m. Results of this novel experi- 
ment demonstrated one vital thing to 
the retail merchants of Fort Worth, 


that the street cars are of tremendous 
importance to them. Other observa- 
tions were that practically every in- 
bound car that stopped in front of San- 
ger Brothers discharged almost its en- 
tire load, which immediately went into 
the store. Of the people who left 
Sanger Brothers’ store between 9:30 
a.m. and 2 p.m., 80 per cent were street 
car riders, that proportion of tickets 
issued being .turned in by the con- 
ductors. 

Since this test, the same store has 
tried a corresponding experiment by 
providing free automobile parking 
space for its patrons. In the words of 
Sanger Brothers, the business did not 


The Bankers Knew 


Houston bankers knew when they planned to carry over 
700 people to Harrisburg to make the Ship Channel trip 
Wednesday afternoon that there was only one safe, sure 
way to get them there. So they chartered Houston 


Street Cars 


No other means could be as satisfactorily employed ta 
carry such a large crowd, concentrate them at one point at 
the same time and bring them back to town late in the 


evening. 


The Street Cars 


rendered this service in the same careful, capable manner 
that they carry Houston’s population to and fro daily. 
Patronage helps to improve service. 


An Excellent Example of Publicity Prac- 
ticed by the Houston Electric Company 
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No Silver Mask Needed for the “Traction Four” Broadcasting Through Station WBAP of 


the “Star-Telegram,” Fort Worth, Tex. 


All Members Are Employees of 


the Northern Texas Traction Company 


increase over normal as a result of 
this experiment. 

The company has frequently re- 
sorted to radio broadcasting through 
Station WBAP of the Star-Telegram. 
It has been very highly congratulated 
upon the performance of the Traction 
Four, the members of which are drawn 
from the employees of the company 
and who comprise an important fea- 
ture in the Traction Hour every other 
week. 

The company expressed its New 
Year’s greetings to its patrons through 
the issue of small “Happy New Year” 
cards which were handed out by the 
operators. These men in many cases 
stamped the cards with their own 
names, so that the message became a 
personal greeting as well as one from 
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Here’ s the Surprise You ve 


Been Watching for a 
Ride the Street Cars 


Tuesday Morning 
From 9:30 to 12:30 


as Our Guests 


—We have arranged with the Northern Texas ‘Trac- 

tion Company to carry every one without charge who 

poards a street car between 9:30 and 12:30 Tuesday 

morning and no fare will be taken, as you will be the & 
ests of Sanger Bros, We will be pleased to have you 

call on oF and investigate the bargains which charac- 

terize our 52nd Ani paereay: Sale, and with no oblige- 

tion on "JOUr part to buy, we will present you with a 

transfer that entitles you to a ride home Tree of charge 

at any time before 2 p.m. We want every m: 

and child in Fort Worth to consider this & PERSONAL 

ANUATIGN to take advantage of this service, as on 


Sanger Brothers of Fort Worth Were the 
Principals in an Interesting Experiment 
that Proved to the Merchants of that 
City the Value of Street Car Service 


Another $50,000 Train 
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“Crimson Limited” 
Northern Texas Traction Company 


Advertising the of the 


the company. During Boys’ Week, the 
company carried free any boy up to the 
age of seventeen years who wanted to 
ride. Instead of paying a fare to the 
operator, the boy mounted the plat- 
form, saluted and walked in. 

Frequent participation in Kiwanis 
and Rotary Club activities, the South- 
western Exposition, and other civie and 
community affairs has enabled this 
company to keep its service before the 
public continuously. Several series of 
newspaper advertising have been used 
and were presented by the company in 
its brief for the Coffin prize, as well 
as copies of many car cards and dash 
posters. Also, a complete file of news- 
paper stories was included in the 
presentation. 


Pennsylvania-Ohio Electric 
Company 


OR eleven years the Pennsylvania- 
Ohio Electric Company, Youngs- 
town, Ohio, has maintained a depart- 
ment of public relations in charge of a 
director. This department is primarily 
responsible .for advertising and pub- 
licity. Fundamental principles under- 
lying its operation are: (1) To give 
the fullest possible information to the 
public regarding the affairs of the com- 
pany; (2) to give the exact truth as 
promptly as possible to the newspapers 
regarding accidents, interruptions to 
service, etc.; (3) to advise the public 
fully in advance of all changes in oper- 
ating methods. 
It has been the aim of this depart- 
ment to identify the company as much 
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as possible with affairs of general pub- 
lic interest. If the affair is one sup- 
ported by subscriptions, it is the prac- 
tice of the company to be a good citi- | 
zen and participate, and particularly to 
adapt its facilities wherever possible to | 
contribute to the success of the event. 
Special service is arranged to fairs and 
carnivals, whether held along the rail- 
way line of the company or off its lines. 

To advertise its service the company 
uses freely all newspapers in its dis- 
trict, regardless of their editorial pol- 
icy. Painted billboards are the method 
second in importance in securing pub- 
licity. The company has approximately 
40 billboards, largely in territory be- 
yond its own lines. They are used to 
advertise interurban railway and coach 
service during the fall, winter and 
spring, and the company’s amusement 
park during the summer. 

Within the past year the company | 


discontinued carrying commercial ad- — 


vertising in its interurban cars.. The 
only advertising now posted is such of 
the company’s own publicity material 
as is necessary to advise the public 
of changes in rates of fare, ete. This 
use of the interior of the cars, par- 
ticularly of the windows, is sparing 
because it is felt that carrying adver- 
tising matter detracts from the ap- 
pearance of the cars and from the 
satisfaction of the passengers. No 
advertising whatever is carried in the 
interurban coaches. 

The emblem of the Pennsylvania- Ohio 
System is used wherever opportunity 
presents. Practically every employee 
of the company wears a badge carrying 
this emblem, and it is displayed also 
on the rolling stock, stations and other 
buildings of the company. 


COMMUNITIES GRANT NEW FRANCHISES 


Within seven years the company has 
secured from various cities, villages 
and counties fourteen new franchises 
necessary to accommodate the fares 
and services of the company to the 
changed conditions resulting from the 
war. Practically every one of these 
has provided for an increase in rate, 
and has been subject to a referendum 
vote. In no case has a referendum 
petition even been circulated. This 
has been due in large measure to the 
publicity policy of the company. In 
such matters it is the practice to open 
negotiations with a frank statement of 
conditions which make action necessary. 
Even where application is made to Pub- 
lic Service Commissions, a public state- 
ment showing the necessity of such ap- 
plication is made either prior to or 
simultaneous with the application and 
long before a hearing is passed. These 
newspaper explanations are sometimes 
supplemented by circulars distributed 
on the cars or otherwise. Publication 
is made not only in the daily news- 
papers of the district, but frequently in 
weekly papers, class publications and 
foreign language periodicals. 

In all the communities served the re- 
lations between the Pennsylvania-Ohio 
Electric Company and the public au- 
thorities are amicable. No dispute ex- 
ists anywhere between the two. Not 
only are the relations with the city and 
but also those with the general public. 
county authorities exceedingly pleasant 

As evidence of the standing of the 


Interior of Standard Industrial Car Used for Heavy Traffic, 
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Pennsylvania-Ohio Electric Company 


company in its communities many let- 
ters of commendation are included. in 
_the brief. One of these from the gen- 
eral manager of the Youngstown 
_ Vindicator is typical and explains how 
the company has accomplished this re- 
sult. The writer says: 

“T believe this is due largely to the 
fact that owing to the service-at-cost 
plan the people of Youngstown are in 
a definite sense partners of your com- 

| pany. But it is due also to the fact 
that your company has exerted itself 
to give good service. In addition, my 
observation has convinced me that your 
_ publicity department has done wonders 
to create good will for the company. 
In the first place, it has brought about 
a real spirit of helpfulness and co- 
_ operation on the part of your employ- 
ees SO that they are always eager to 
accommodate your patrons. In the sec- 
ond place, the newspapers find that 
_ they can go to your publicity depart- 
ment for information of all kinds affect- 
ing your company and feel sure that it 
is dependable. In the old days such a 
condition would have been unbelievable. 
I think that it marks definite progress 
in the relations between the people of 
this community and their most im- 
portant public utility.” 

Another letter emphasizes the point 

_ that in the case of accidents the com- 
_ pany has never tried to evade responsi- 
4 bility and made it a point to give a 


-Youngstown-New Castle 
Interurban (“27 
Service \/ 


-Youngstown-Sharon 


Interurban. we you will like on 
Your First Veip and Ever Afternwant 


P ennsylvania-Ohio System 


Type of Advertisement Framed and Posted 
in Hotels and Other Prominent Places 


thorough and impartial report. In- 
dividual acts of thoughtfulness and 
courtesy by trainmen are mentioned 
in other letters. 
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Railway Paving Work Done by the P-O System in 
Advance of City Repaving 


Northern Ohio Traction & 
Light Company 


NDICATING how it has extended the 

field of usefulness of electric rail- 
way and bus service, the Northern Ohio 
Traction &’ Light Company, Akron, 
Ohio, mentions an increase in the total 
number of its revenue passengers from 
30,464,000 last year to 33,024,000 this 
year. Total transportation revenue for 
the first six months of 1925 was 20.1 
per cent greater than for the most re- 
cent previous comparative period. In- 
terurban electric railway revenue in- 
creased 11 per cent and interurban bus 
revenue 81 per cent. Altogether the 
revenue in the city of Akron increased 
51.1 per cent. On the city lines the 
revenue per revenue passenger in- 
creased 19 per cent and on the interur- 
ban lines 24.9 per cent. Gross revenues 
from freight increased 23.6 per cent and 
gross income 45.4 per cent. 

Faced by the expiration of its 5-cent 
fare franchise in January, 1924, nego- 
tiations for a new franchise were begun 
well in advance of that date. However, 
there was a strong current of popular 
demand for municipal motorized trans- 
portation because Akron, being the 
“rubber city,” has a large population 
of people dependent on the tire indus- 
try. There was, therefore, a compelling 
psychology in the appeal of transporta- 
tion on rubber. The situation reached 


Both Rail and Bus Service of the Northern Ohio Traction & Light Cc 


ompany Are 


Well Patronized by the People of Akron 
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a climax in February, 1924, when the 


street cars were withdrawn and free- 
for-all rubberized service commenced. 
Less than a month was needed to es- 
tablish this as a failure. The public 
demanded “Northern Ohio Traction & 
Light Service,” and a temporary agree- 
ment was made providing for the with- 
drawal of the jitneys. 

The company then initiated a new 
franchise, secured the necessary peti- 
tions and prepared it for submission in 
the 1924 election. Opposed to this was 
a proposal to establish a $3,000,000 
municipal bus system. The Northern 
Ohio Traction & Light Company won 
the referendum and immediately estab- 
lished a unified electric railway and 
bus service. A comprehensive traffic 
survey was made and the transporta- 
tion facilities were completely revamped 
to meet present-day conditions. As part 
of this program 79 railway company 
buses representing an investment of 
nearly half a million dollars are now 
in use in Akron. Independent lines 
have been acquired or eliminated. Com- 
peting interurban bus lines also have 
been acquired and duplicate service 
eliminated. Thirty interurban buses 
are now owned by the railway. 

To popularize further suburban rapid 
transit, express bus service was inau- 
gurated between Akron and Cuyahoga 
Falls, a distance of about 6 miles. 

Scrupulous attention is paid to clean- 
liness of all equipment. “Pullman Serv- 
ice” is an interurban feature, with 
white seat covers used in all cars. At 
the end of each run cars are thoroughly 
cleaned, covers changed and windows 
washed. Buses are washed and cleaned 
every night. Public approval is notice- 
able. 

Freight tonnage hauled has increased 
11.2 per cent and the operating ratio 
has been reduced from 79.5 per cent to 
75.8 per cent. Notable among the fea- 
tures of the freight service of this com- 
pany are overnight deliveries to points 
as far distant as Detroit and Pitts- 
burgh, establishment of through routing 
of more than 5,000 miles of connecting 
electric lines, filing of combination 
tariffs) with steam railroads, creation of 
a comprehensive state soliciting de- 
partment with a tariff freight agent, 
organization and perfection of an auto- 
matic electrically cooled refrigerator 
car which is a valuable source of busi- 
ness. 


Tri-City Railway of Iowa 


ONSIDERABLE money has been 

spent during the past year in pub- 
licity advertising by the Tri-City Rail- 
way, Davenport, Iowa. This has been 
carried on largely through. the local 
newspapers. One of the principal fea- 
tures requiring publicity has been the 
rerouting program recently _accom- 
plished. 

All cars carry the word “Courtesy” 
painted on the glass just above the 
route name at the side of the car. The 
company has provided all cars with 
aluminum frames in which the oper- 
ators may insert cards with their names, 
thus helping to personalize the service. 

A house organ called Az U Ride is 
published by this company and dis- 
tributed on the cars carrying the mes- 
sage of the company to its patrons. 
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PUT YOUR 


DOLLAR 


FIVE OR TEN 


In the Church Collection Sunday--- 


Pay Us Our Regular Fare in 


Nickles or Dimes 


nn {ee 

NOTE---Sunday morning seems to be the worst 
morning that our trainmen have for making change. 
Patrons seem to depend upon the street car con- 
ductor to “break” the bills so there will be “change” 
for the church collection. Why not give us the cor- 
rect amount and put the bills in the collection? 


BEAVER VALLEY TRACTION CO. 


Typical Types of Beaver Valley Advertising and Publicity Posters. 
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This Company 


Believes that These Methods Have Been a Vital Factor in Building Up 
Business and Maintaining Good Will 


Beaver Valley Traction 
Company 


AST year there was spent for ad- 
vertising 1 per cent of the gross 
revenue of the Beaver Valley Traction 
Company, New Brighton, Pa. For the 
next year, it is planned to expend 1% 
per cent of the gross. During the last 
few years this company has improved 
its, physical plant through the-purchase 
of new cars-and the material improve- 
ment of tracks throughout the valley. 
Wide publicity and excellent results 
are claimed by this company for the 
weekly and Sunday passes in encourag- 
ing its transportation business. 


This is one of the companies that has - 


removed the objectionable badge num- 
bers from the trainmen’s caps, and has 
substituted the beaver, which is the 
insignia of the company. The habits 
of the beaver make this an excellent 
symbol, as the animal is an exponent 
of thrift and industry. 


An event that tried the metal of this 
property was the tornado that visited 
the Beaver Valley on June 28, 1924, 
when long stretches of track were cov- 
ered by dirt and ballast from the ad- 
joining steam roads to a depth of more 
than 5 ft. in many places. This wreck- 
age was promptly cleared away by the 
company’s forces at a cost of $20,000 
and a tie-up that lasted only 48 
hours. 

The pass itself has formed a vehicle 
for a great deal of advertising of all 
descriptions. In addition to this, the 
company has run a long series of ex- 
cellent publicity advertisements de- 
signed to formulate public opinion 
along economic lines, affecting the elec- 
tric railway, and has also run a series 
of good-will advertisements, samples of 
which are reproduced. The Beaver 
Valley presentation was replete with 
samples of advertising and publicity 
messages that have been carried on for 
a period of years. 


THIS CAR SEATS FORTY PASSENGERS. TWENTY AUTO- 
MOBILES TRANSPORT THE SAME NUMBER. 


The electric railways transported sixteen billion passengers last year, 
A number equal to 145 times the population of the United States. If you 
are a merchant, lawyer, laborer, physician, or whatever your vocation 
or calling may be do you please each patron or friend 145 times a year? 
Of course to do that is but one of the features of our business. 


Telling the Story to the Public in the Daily Newspapers. 
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The Outline of the Car Is Used 


to Frame the Message Portrayed 3 


December 5, 1925 
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Electrification of Staten Island Lines* 


By J. H. Davis 
Chief Engineer Electric Traction Baltimore & Ohio Railroad 


ULTIPLE-UNIT operation as 

compared to locomotive operation 
has advantages that are especially pro- 
nounced in the Staten Island lines be- 
cause of elimination of switching 
movements at stub-end terminals, such 
as St. George and other points, which 
saves considerable time and permits of 
the more rapid dispatching of trains. 
Prior to electrification passenger traffic 
on the Staten Island lines was handled 
with 99 wooden cars with an average 
seating capacity of 63 passengers per 
ear, thus providing 6,252 seats. Tak- 
ing into account the increased scheduled 
speeds, the elimination of switching 
movements at terminals, etc., the 90 
new multiple-unit cars and ten trailers 
which will be used, each with seating 
capacity for 71 passengers, will pro- 
vide approximately 25 per cent more 
capacity. 

New 100-lb. A.R.A. section B track 
rail was laid throughout to replace 
75-Ib. rail on the Tottenville subdivi- 
sion, 85-lb. rail on the South Beach 
subdivision and 90-lb. RB rail on 
the Arlington subdivision. Standard 
methods of laying the rail were fol- 
lowed. Creosoted pine third rail ties, 
9 ft. 6 in. in length, 7 in. in depth and 
9 in. in width, are used and are spaced 
four ties for 33-ft. rail lengths, mak- 
ing an average of 8 ft. 3 in. center to 
center of third-rail ties, care being 
taken to avoid track rail. joints on 
third-rail ties. This necessitated the 
respacing of other ties in the panel, 
replacing ballast and lining, surfacing 
and dressing track. 

After the third-rail ties had been 


installed the 150-lb. third rail was 


distributed by work train and placed 
within a few inches of the running rail. 
Punch marks for lag screws supporting 
the’ centering cups and guard-board 
brackets were made by template which 
fitted over the head of the running rail. 
The holes for the lag screws were 
drilled by the use of an air machine. 
The centering cups, brackets, insulators 
and insulator caps for the support of 
the third rail were installed by a gang 
of ten men, who distributed material 
and turned down lag screws on 1,000 
ties per day, or the equivalent of 4,000 
ft. of double track. Third-rail insu- 
lators were then-placed in position, and 
sixteen men with tongs placed the third 
rail in position at the rate of about 100 
rails per day, the normal length of rail 
being 39 ft. and weighing 1,950 lb. 
The guard board is_ untreated 
Southern long-leaf yellow pine supplied 
in 16-ft. 6-in. lengths, 23 in. thick and 


*Abstract of a paper presented before the 
New York Railroad Club, Nov. 20, 1925. 


# in. wide. A total of about 53 miles 


of this material was used. The third- 
rail and guard-board structure as well 
as track rail bonding, third-rail jumpers, 
etc., were installed by division forces. 
The guard-board gang consisted of one 
foreman and six men. They averaged 
80 guard boards in place per day. In 
terminals 90-lb. track rail in inverted 
position is used for third rail, and spe- 


Location and Arrangement of Door-Control 
Switches at Ends of Cars 


cial form of protection is provided 
which practically incloses the rail. 

At street crossings where the third 
rail is discontinued, 2,000,000-cire.mil. 
rubber-insulated positive cables are 
laid underground in fiber ducts, the 
cable terminating in potheads, from 
which point four 500,000-circ.mil third 
rail bare copper jumper bonds are ex- 
tended to the third rail. These bonds 
are flame welded to the third rail, after 
which rubber hose for insulating pur- 
poses is applied to each of the four 
bonds and finally the ends of the bonds 
are attached to the positive cable by 
split connectors. Third-rail sectional- 
izing switches are installed at con- 
venient points and suitably numbered 
so that in the event of necessity any 
particular section or sections of the 
third rail may be cut out. 


MULTIPLE-UNIT CARS 


The cars are of all-steel construction 
and are provided with four side doors 
on each side as well as end doors to 
permit passengers moving from one car 


to another. They are of substantially 
the same exterior dimensions as those 
operated on the Brooklyn-Manhattan 
Transit lines. Cross seats have been 
provided in addition to longitudinal 
seats, and ample standing room is 
available near the doors, which facili- 
tates rapid loading and unloading. The 
cars were completely wired before 
leaving the plant where constructed, 
and all electrical equipment applied ex- 
cept the motors. These were put on 
after the cars were delivered at Staten 
Island. 

_Each car is equipped with two series 
direct-current commutating-pole tapped- 
field GE-282 motors, one motor on each 
truck. The motors have a one-hour 
rating of 200 hp. at 600 volts and weigh 
5,800 lb., or 29 lb. per horsepower. The 
gear ratio is 21/62, giving a free run- 
ning speed’ of approximately 50 m.p.h. 
at normal voltage on straight track. 
The armature conductors are of the 
one-turn type constructed in two pieces 
and joined at the pinion end by clips 
riveted and soldered, which permits re- 
pairs being made to a damaged arma- 
ture winding without materially dis- 
turbing the undamaged portion. Re- 
movable carbon ways are supplied as 
a means of reducing brush-holder 


maintenance. Provision is made for a 
radial wear of 1 in. of commutator 
bars. 


The control equipment is of the 
P.C.-10 type, which automatically con- 
trols the acceleration of the car, al- 
though provision is made to by-pass the 
accelerating relay and obtain non- 
automatic or hand acceleration. The 
control equipment differs only slightly 
from that in operation on other rapid 
transit lines in New York. The con- 
trol is arranged so that dynamic brak- 
ing may be obtained with third-rai! 
power off. This is accomplished by 
means of a special dynamic braking 
relay on each car. 

Owing to third-rail gaps a power bus 
line is used, connection being made be- 
tween cars by the usual type of bus- 
line coupler socket and plug. In order 
to eliminate the hazard incident to 
train employees handling the bus line 
receptacles and jumpers when heater or 
auxiliary circuits are on a manually 
operated bus line switch is applied at 
each end of the car and mounted di- 
rectly back of the couplers. These 
switches are operated by levers at 
either side of the car, and rigid rules 
are enforced requiring employees to 
“kill” the bus-line jumpers before mak- 
ing or breaking connections. 

Westinghouse-AMUE brake equip- 
ment is applied to these cars, thus pro- 
viding pneumatic and electric brake op- 
eration. Maximum protection against 
complete loss of brakes due to failure 
of any part of the system is provided 
by the combination of two complete- 
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controlling systems, electric and pneu- 
matic. Ordinarily the brakes are con- 
trolled electrically, pneumatic control 
being held in reserve without its effi- 
ciency in any way being impaired by 
the electric operation. 

Each car is equipped with automatic 
car, air and electric couplers. Train 
make-up varies from one to five cars. 
A large percentage of trains pick up 
and drop off cars tor both morning and 
evening rush-hour service, therefore 
full automatic couplers are necessary 
to reduce the time and labor of mak- 
ing up trains. The only coupling to be 


made by hand is the 600-volt bus-line 
receptacle. 
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connected through the electric coupler 
and interlocks on the side doors of the 
train so that it is illuminated only 
when all side doors of the train are 
closed. This signal light is normally 
used as a signal to Start the train. A 
buzzer circuit is provided for use at 
flag stops or for signaling the motor- 
man in the event that the signal light 
is inoperative. 

The interior of the car is well 
illuminated by twenty 56-watt lamps 
located on the lower deck rails over 
the center of the cross seats. The 
lights are connected in four circuits of 
five lights each. Six emergency battery 
lights are connected through an inter- 
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There are four marker lamps in each 
end of the car, two of which are located 
in the upper deck and two just above 
the anti-climbers near the corners. 
Movable roundels carrying colored 
glass are provided for the upper marker 
lights, permitting the display of green, 
red or yellow indications when the op- | 
erating levers are moved to the proper 
position. The lower marker lights 
have removable roundels but ordinarily 
display only red indications. 

Heating equipment consists of twenty 
700-watt cross-seat heaters and sixteen 
700-watt panel-type heaters. In addi- 
tion, there are two 900-watt cab heaters, 
making a total of 27 kw. per car for 


“8 12" Longleaf yellow pine 


board, oréssed on all sides 


Inverted 90-Lb. Rail Is Used for Third Rail at Certain Station Platforms 


The side doors are operated by con- 
trol switches mounted on each side of 
the end doors. One man may operate 
the doors of two cars, one on each side 
of his position. There are no train-line 
door-control wires between cars, al- 
though the circuits are so designed that 
multiple-unit door-control equipment 
may be added later if desired. A counter- 
emf. relay is so connected to the main 
motor circuits that the doors cannot be 
opened while the car is in motion. Each 
door control switch box has four lever 
switches. The upper switch is the mas- 
ter switch. Below this in order are 
the switches for controlling the near 
door, the center doors (both center side 
doors are controlled by one switch) and 
the far door. To permit the motorman 
to open the side door of the operating 
cab a door-control switch that is inde- 
pendent of the main door control is 
provided in each cab. This switch is 
moved to the “off? position when the 
cab is occupied by the motorman. When 
the cab is not occupied the switch is 
thrown in the closing position. There 
is a mechanical lock on each drop seat 
which prevents opening the doors be- 
hind the drop seats when they are down. 

A motorman’s signal light circuit is 


lock on the potential relay so that they 
are lighted when current from the 
third rail is not available. 


DIMENSIONS AND EQUIPMENT OF 
STATEN ISLAND CARS 


Totalunwmelon tomer ris: ste oes a nie «ler 95,750 Ib. 
Light weight of body complete... .55,650 lb. 
Light weight of trucks complete 
WACIRCINOLORS parmetereneh cis ‘aie; coterelslera ike 40,100 Ib. 
Length over couplers........... 67 ft. 34 in. 
Length over flanges of anti-climbers. “Hi Lt: 
WIEN OVER Eat traits telecon ccs sls el eisiein ete 0 ft. 
PLCISNHIOVOMEA ee lalels syele © cya) svat 12 ft. i in. 
Genter«to, centeriof trucks). 2). \.:..cle/0 wens Tul Os 
"TTUICk *WHEEIDASG. «sel 6.6 oS stl eee nese 6 f 4 in. 
Height car floor above top_ of rail.3 ft. 10% in. 
Seating .capacity.........- ss cs eee eee nee vit 
SEAN GING BLCADACLEV ites + 60 ce's a wlena id dceyeice 169 
Total “passenserr capacity | nh... 55 sels elelae 240 
Truele deste Cast steel four-wheel type 
Prue swe elsiem terete, sions sys) e%6.6)6 Cast steel 
Motor wheels) ews... . 344 in. diameter 
Trailer WwWheeloiic. its ta... + « s 31 in. diameter 
TOUT Sr apes teabetalisectiot sta io min J0 as ere 5 re x 9 in. 
Track gage.... 1.2.52. eee sence 4 ft. 84 in. 
Air’ brakes seein. +. Westinghouse-AMUB 
Couplers naires ane Automatic type H-2-A 
Dratt Sear crass ie.-. 6 Friction type M-11 
MOORES deere nets ene sock cc araleron GE-282 


Number of motors per pee dod 

Sec cc 0," Sack POrOIe ENG wo—one per truck 
One-hour tating ‘of motors: ..)..< ® 
200 hp. at 600 volts, 75 deg. C, 
Multiple-unit control equipment. 

Sin ato tad aad. A ve ceo OER Ree Type eer re Ky) 
Door-operating equipment......... Electro- 

pneumatic including counter-emf. relay 
Sore DACLORY Nn We otis ct class 

.B-1-H 32 volt, 18.75 amp.-hr. capacity 


heating purposes. The heaters are 
wired so that all or one-half may be in 
service as desired. The cab heaters 
are connected in an independent circuit 
and controlled by a snap switch located 
at the left of the master controller. 
Thermostats are provided for auto- 
matically regulating the temperature of 
the car. 

Each motor car is equipped with 24 
B-1-H batteries assembled in two 
twelve-cell trays that are supported in 
a box strapped to the underframe of 
the car. This battery supplies 32-volt 
current for use in the control system of 
the car as well as emergency lights and 
door-opening devices. It is connected 
in the air compressor motor circuit, 
also arranged for charging through a 
resistor in such manner that the bat- 
tery can be kept in a charged condition 
through the operation of relays that 
are automatically controlled by the 
voltage of the battery. Its ampere- 
hour capacity is 18.75 and its weight 
is 135 lb. It is capable of supplying 
3.75 amp. at 32 volts for five hours con- 
tinuously without recharging. : 

In connection with the electrification 
of the Staten Island lines the matter of 
power supply was the subject of ex- 
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haustive consideration, in which con- 
‘nection estimates of first and operating 
cost of a suitable power plant installed 
and operated by the railroad company 
were prepared. Proposals were also 
invited from public utilities companies 
supplying current in the territory in- 
volved and, as a result, a contract for a 
moderately long term was entered into 
with one of them for the required elec- 
tric energy. 

The “ring” system of feed to substa- 
tions is provided and is so arranged 
that all substations can be fed from at 
least two lines. The principal substa- 
tion at St. George may be supplied 

_ over three lines, all of which are un- 
_ derground and extending between the 
Livingston power plant and Clifton 


Junction, a distance of about 4 miles, . 


where the right-of-way is narrow and 
“space was not available for overhead 
construction. In addition, due to right- 
_of-way restrictions two 38,000-volt un- 
'derground cables are used westward 
from Livingston to Irving Avenue, a 
_ distance of 1.8 miles. Elsewhere over- 
head open-wire construction is used, 
there being a total of 27.65 miles of 
overhead double-circuit 33,000-volt line, 
of which 17.25 miles is located on rail- 
road right-of-way. In addition, there 
are 6.3 route-miles or 10.85 lineal miles 
of underground 33,000-volt cable, prac- 
tically all located on railroad right- 
of-way. 

The high-tension -transmission sys- 
tem has grounded neutral so that ap- 
proximately 20,000 volts exist between 
the wires and ground. The size of con- 
ductors on overhead lines varies from 
No. 0 to No. 0000. To provide an ad- 
ditional factor of safety where the 
high potential lines are located on 
right-of-way 55,000-volt insulators are 


used. On the cross-country lines, 
however, 44,000-volt insulators are 
used. The 33,000-volt underground 


_ eable is paper insulated and lead in- 
cased and of 300,000-cire.mill capacity. 
Special consideration is given to the de- 
sign of the cable joints, which are 3 ft. 
long and made up of 7-in. lead sleeves. 

The power company delivers three- 
phase, 60-cycle, 33,000-volt service to 
the railroad company’s substations lo- 
cated at St. George, South Beach, Old 
Town, Eltingville, Atlantic and Arling- 

_ton, as well as to certain other points 

_ for shop and coal dumper requirements. 
Certain overhead and underground 
transmission lines are erected on the 

_ railroad right-of-way. 
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Payment for energy under the power 
contract is based on the usual demand 
and energy charge basis, the demand 
being determined by the five highest 
hours consumption taken on separate 
days during the month. The highest 
and lowest of these five hours of con- 
sumption are eliminated and the aver- 
age of the three remaining determines 
the demand for that month. Energy 
charge is subject to monthly adjust- 
ment, depending upon variation in the 
cost of coal delivered to power plant 
bunkers above or below a certain base 
price. Provision is also made for in- 
creasing or decreasing the reserve 
capacity. 

Having adopted the 600-volt direct- 
current third-rail system there was no 
question but that synchronous con- 
verters of the shunt-wound type should 
be used instead of motor-generator 
sets, notwithstanding the fact that the 
power supply was of a frequency of 60 
cycles. Certain consideration was given 
to mereury are rectifiers, but at that 
time sufficient information as to their 
design, construction and operation was 
not available to justify a decision in 
favor of, this type of converting equip- 
ment. “”. 

After, studying the results accom- 
plished in various cities where auto- 
matic substation equipment had been 
in -heavy city service for some time and 
where supervisory control was em- 
ployed, it was decided to adopt this 
type of equipment for all outlying sub- 
stations. St. George substation equip- 
ment, however, is of the semi-automatic 
type and is under hand control of 
traffic operators. 

All of the high-tension switching 
equipment for both the power company 
and the railroad is of the outdoor type. 
At St. George, where the substation is 
located adjacent to and below Bay 
Street, a roof was extended over the 


‘starting and 
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outdoor portion of the substation to 
protect the equipment from materials 
which may be dropped from the street 
above. 

In the design of the St. George 
substation building provision is made 
not only for the substation equip- 
ment required by the railroad com- 
pany but also for the power company, 
for it is at this point from which the 
local power distribution to other con- 
sumers radiates. This building is of 
steel and brick construction, the facing 
being of tapestry brick. Space is pro- 
vided in the railroad’s portion of the 
building for the installation of four 
synchronous: converter units, three of 
which are now installed. On the ma- 
chinery floor there is provided an office 
for the accommodation of the traffic 
operators, who in addition to the dis- 
patching of trains also handle the dis- 
tribution of power. The switchboard of 
the supervisory control system is there- 
fore located in this office. The con- 
trol battery is housed in a room on the 
main machinery floor and is provided 
with outside ventilation. Above this 
and the traffic operators’ office is located 
the office of the chief dispatcher. 

An interesting feature of this station 
is the method of ventilation. Two air 
ducts of ample proportion extend from 
the outside of the building under the 
substation floor and terminate in pits 
under each converter location. Fifty- 
four-inch ventilators extend well above 
the roof on the center lines between 
converters 1 and 2, 8 and 4. A small 
room on one side of the main machin- 
ery room accommodates the power and 
switching equipment for the 2,300-volt 
alternating-current supply to the sig- 
nal system and station lighting and 
power circuits. 

It is desirable at times to control the 
stopping of converting 
units from a central point, as, for in- 


Standard Heat Applied 250,000-Cire.Mil Track Bonds 


1000 


stance, just prior to and following the 
rush-hour period. Also it is advisable 
to provide a means for opening feeder 
breakers promptly when special condi- 
tions such as a wreck occur and it is 
desired to de-energize the third rail in 
a given section, even though the sec- 
tion of third-rail may not be short 
circuited. In the event of a failure on 
a section of the 2,300-volt signal trans- 
mission line it may be necessary to 
sectionalize certain portions of the line 
and close circuit breakers controlling 
other 2,300-volt feeders. It is essential 
that the traffic operator, who is in 
charge of passenger train dispatching 
and load dispatching, should know at 
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Special work bonding was carried out 
with 500,000-cire.mill bonds having ter- 


minal and sleeve construction identi- 
cal with the track joint bonds. The 
bond organization consisted of a 


foreman, six welders, six helpers and 
three laborers. An average day’s work 
for one welder consisted of twenty 
joints per day of nine hours. The dis- 
tribution of oxygen and acetylene tanks 
was effected by having the manufac- 
turer unload the cylinders at designated 
road crossings, from which points they 
were distributed along the right-of-way. 
Ten joints were bonded per tank of 
acetylene and tank of oxygen. As this 
work was done under traffic a helper 


tion below the base of the rail, thus 
providing for maximum ground clear- 
ance and with an absence of sharp 
bends and awkward arrangement which 
would result from attempting to cross 
the conductors of such large bonds one 
over the other. The terminals are of 
solid drop-forged copper. The contact 
area is a little more than 1 sq.in., or 
about 34 times the area of the bond. 
The resistance of the complete joint 
measured along the center line of the 
third rail at points over the center 
over each of the outer bond terminals is 
0.000006842 ohm. Resistance of the 
rail is 0.00000389 ohm per foot. 

The third-rail bond organization was 
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all times the condition of all parts of 
the power system in order that power 
failure will be avoided. 

To accomplish this a supervisory 
control system is installed, the control 
desk of which is in the traffic operators’ 
office at St. George. From this room a 
lead-incased cable carries control wires 
to each of the automatic substations. 
The high-speed synchronous relay type 
of supervisory control equipment which 
is installed requires four wires from 
the control desk to each substation. 


TRACK BONDS 


Careful engineering consideration 
-was given the subject of track bonding 
from the standpoint of electrical and 
mechanical efficiency as well as cost. 
The gas-weld bond was decided upon 
as the most practical means of secur- 
ing a permanent low-resistance contact 
with a comparatively small investment 
in equipment. This method permitted 
the use of a short and less expensive 
bond than was possible with any form 
of mechanically applied bond and one 
that could be readily inspected. 


was stationed to warn the welder of 
approaching trains, as the noise from 
the torch was such that the approach 
of trains could not be heard by the 
welder. 

Four bonds each of 400,000-cire.mil 
capacity, 9% in. long, are used per joint 
on the 150-lb. third rail. They are gas 
welded and are applied to the underside 
of the rail. The installation of the 
bonds was a very simple matter. A 
suitably designed clamp was used for 
holding the four bonds at one time. 
This clamp is so designed that it can 
be left in place during the welding of 
all the bonds without being affected by 
the welding heat. , However, only suffi- 
cient métal was welded to hold the 
bonds in place, after which the clamp 
was removed and the welding com- 
pleted. This method permits of setting 
up the joints ahead of the welders and 
insures careful set-up and uniformity 
without delay in the welding operation. 

The bonds were applied by railroad 
forces and are designed so as to have 
a minimum projection beyond the edge 
of the rail base and a minimum projec- 


also used for applying the track-rail 
bonds. One man made an average of 
eight joints per day, and one cylinder of 
acetylene and one of oxygen were re- 
quired for each four joints. For ex- 
perimental -purposes two sections each 
about 1,000 ft. in length on straight 
track of 150-lb. third rail were thermit 
welded. 

A complete new signal system using 
color position light signals. was in- 
stalled, replacing the old disk and 
semaphore types of signals previously 
used. As the new system requires al- 
ternating current for its operation 
through the track rails, impedance 
bonds of 1,500-amp. capacity were in- 
stalled at the various signal locations 
and at cut sections, the number of im- 
pedance bonds installed being deter- 
mined by the number of track circuits 
required. Generally there are but two 
impedance bonds for each track circuit 
section. : 

Current for signal operation is sup- 
plied from a 2,300-volt single-phase 
supply line paralleling the running 
tracks and supported in the top posi- 
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tion on a Western Union pole line be- 
tween Arlington and Clifton Junction, 
except for certain short sections where 
right-of-way restrictions made cabie 
construction necessary. From Clifton 
Junction to Tottenville, also South 
Beach, this line is supported in low 
position on the structure carrying the 
33,000-volt supply lines. Transformers 
are provided at frequent intervals for 
reducing from 2,300 to 110 volts, at 
which voltage it is transmitted to the 
signals, where it is further reduced for 
application to the signal lights and 
track circuit feeds. Passenger station 
lighting is also supplied through the 
2,300 to 110-volt transformers. The 
principle involved in the operation of 


~ the signals is that of causing the lights 


to be extinguished or lighted as the 
route or block conditions, or both, may 
require. 

Certain modifications in communica- 


_ tion circuits were made on account of 


es 


the paralleling of these lines for the 
major portion of the mileage electrified 
by the 33,000-volt power supply lines to 
the substations. The communication 
eircuits and the power circuits were 
suitably transposed to minimize induc- 
tive disturbances, 


Modifications to the Western Union 


pole line carrying the communication 


circuits were also made between Arling- 
ton and Clifton Junction in order to 
accommodate the single-phase, 2,300- 
volt signal line which is, placed in the 
top position. At certain points on the 
South Beach subdivision the Western 
Union line was relocated on the oppo- 
site side of the tracks in order to avoid 
crossing the tracks with the 33,000- 
volt supply lines to the substation. 
The lead-incased supervisory control 
cable is supported throughout on non- 
corrosive messenger attached to Wesi- 
ern Union poles, except at certain points 
where, due to right-of-way restrictions, 
this as well as the communication cir- 
cuits are carried in underground con- 
duit. Circuits are provided in the 
supervisory control cable for substation 
telephone purposes. No objectionable 
inductive disturbances have been ex- 
perienced in any of the communication 
circuits by reason of parallelism with 
the power circuits, which in all cases 
are on the opposite side of the tracks 
from the communication lines. 
Coincident with the electrification of 
passenger service consideration. was 
given to the necessary shop facilities 
for maintaining the multiple-unit equip- 
ment. Under steam operation all car 
and locomotive running repairs were 
handled at the Clifton shops. The car 
shop at that point was remodeled and 
pits provided for the accommodation 
of four multiple- unit cars. One end of 
this shop was equipped for truck re- 
‘pairs, the necessary pits being pro- 
vided. Four electrically operated jacks 
were furnished for handling the cars 
and an overhead crane of 123 tons ca- 
pacity was installed in the truck shop. 
A still was installed for producing dis- 
tilled water for use in the batteries 
applied to the cars, and a room was 
set aside for repairs and calibration of 
instruments and equipped with modern 
machine tools and testing equipnient. 
The electrification facilities have not 
been in operation a sufficient length of 
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time to permit of any extended discus- 
sion of the operating results accom- 
plished, but the running time has been 
reduced, condition of the track mate- 
rially improved and the safety and com- 
fort of passengers increased. Power 
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supply is adequate and reliable and 
the average voltage conditions excel- 
lent. The operation of automatic sub- 
stations has met all expectations and 
the value of the supervisory control 
system has been demonstrated. 


Californians Discuss Transportation 
Problems 


EMBERS of four departments of 
the electric railways of Cali- 
fornia participated in their recent 
semi-annual convention -held in Los 
Angeles. Attendance was the largest 
in the history of the association. Oper- 
ating, public relations, engineering and 
purchasing and stores departments 
were represented, the latter two groups 
meeting for the first time as an organ- 
ized committee. Thursday, Nov. 12, 
was devoted to a main session with 
talks of common interest, and on Fri- 
day morning, Noy. 13, departmental 
sessions were held. Friday afternoon 
the delegates were taken by electric 
cay through the new Pacific Electric 
Hollywood tunnel and then by double- 
deck buses to the garage of the Los 
Angeles Motor Bus Company. From 
there they went to the Melrose auto- 
matic substation of the Los Angeles 
Railway, a noise-proof and _ artistic 
structure in a residential neighborhood. 
Inspection of the Los Angeles Railway 
shops concluded the schedule. A con- 
vention banquet was held Thursday 
night, with G. B. Anderson, manager 
of transportation Los Angeles Railway, 
acting as toastmaster and the Pacific 
Electric and Los Angeles Railways act- 
ing jointly as hosts. 
W. V. Hill, manager California Elec- 
tric Railway Association, opened the 


COMING MEETINGS 
OF 
Electric Railway and 
Allied Associations 


Dec. 11—Metropolitan Section, 
A.E.R.A., Engineering Societies 


Building, 29 W. 39th Street, New 
York City, 8 p.m. 

Jan. 14-15 — Kentucky Association 
of Public Utilities, Annual Meeting, 
Brown Hotel, Louisville, Ky. 

Jan. 20-21—Central Electric Traf- 
fic Association, Miami Hotel, Day- 


ton, Ohio. 

Jan. 22-23— Central Electric Rail- 
way Accountants’ Association, 
Miami Hotel, Dayton, Ohio. 

Jan. 27—New York Electric Rail- 
way Association, Hetel Commodore, 
New York, N. Y. 

Jan. 28-29—Central Electric Rail- 
way Association, Lincoln Hotel, 
Indianapolis, Ind. 

Feb. 11—Central Electric Railway 
Master Mechanics’ Association, 
Portage Hotel, Akron, Ohio. 

April 13-16—Southwestern Public | 


Service Association, Galveston, Tex. 


convention Thursday morning at the 
Alexandria Hotel with an address on 
current problems and activities of elec- 
tric railways in California. He stated 
that one of the biggest jobs confronting 
the electric railway industry was the 
providing of attractive service with 
modern equipment, clean and comfort- 
able cars and smooth rails, to win back 
the patronage of those who are using 
automobile transportation instead of 
electric cars. He declared that the 
electric railways should continue their 
efforts to gain relief from the paving 
obligations involved ‘in the franchises 
of most California cities. Referring to 
the development of bus operation by 
electric railways, Mr. Hill said that a 
single transportation company should 
furnish all service, even if it extends 
to airplanes. 

In a paper on “Safety” J. R. Lowe, 
superintendent and chief engineer San 
Diego & Arizona Railway, said that 
disregard of rules is responsible for 
most accidents. He advocated frequent 
re-examination of trainmen to be sure 
that company rules are always in their 
minds, and that frequent tests of equip- 
ment be made. Mr. Lowe emphasized 
the importance of the track engineer’s 
work in maintaining roadbed construc- 
tion suitable for the speed which the 


competition of other transportation 
agencies makes necessary. In_ bad 
weather, he said, track guards should 


be stationed at points of known danger, 
such as washes, ete. 

Discussing ‘Urban Buses; Types and 
Cost of Operation,” F. C. Patton, as- 
sistant manager Los Angeles Motor 
Bus Company, presented some highly 
interesting figures gained from the 
operation of single and double-deck 
buses in Los Angeles. The Los Ange- 
les Motor Bus Company is jointly 
owned and operated by the Los Ange- 
les Railway, which provides most of 
the local car service, and the Pacific 
Electric Railway, which supplies a part 
of the local car service and operates 
interurban electric trains out of Los 
Angeles. Mr. Patton said that tire 
manufacturers are making excellent 
progress in increasing tire mileage and 
confidently expect to have a product 
that will be good for 25,000 miles. The 
electric fare box, connected with the 
battery of the bus, is being given a 
trial on a double-deck bus, Mr. Patton 
said, although on the rest of the 
double-deckers the conductor makes 
collections with a hand register after 
passengers are seated. Indicating the 
popularity of the double-deck bus in 
the moderate all-year climate that 
southern California enjoys, the patron- 
age of one of the Los Angeles Motor 
Bus Company lines increased 100 per, 
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cent when it was converted to double- 


deck service exclusively. 

Changing the topic from urban buses 
to interurban buses, F. L. Annable, 
general superintendent Pacific Electric 
Railway, related some of the pioneer- 
ing experiences of his company in in- 
terurban bus operation. Independent 
bus companies have been particularly 
active in southern California, largely 
in duplicating existing rail facilities. 
The work of the Pacific Electric Rail- 
way in interurban bus operation has 
been, therefore, the developing of pat- 
ronage in new territory by main lines, 
or as feeders to interurban trains. 

W. H. Evans, electrical engineer 
Sacramento Northern Railway, spoke 
on “Auto Saturation and Why Loss 
of Passenger Business.” He said that 
the appeal of comfort and convenience 
afforded by an automobile overshadows 
the argument of economy in the mind 
of the average man, and that electric 
railways must give increasing atten- 
tion to meeting the competition of pri- 
vate machines. 


CO-ORDINATING PUBLIC RELATIONS 


J. G. Jeffery, director of public rela- 
tions Los Angeles Railway, detailed 
some of the essential points of co-oper- 
ation between the public relations and 
all other departments. He said that 
one of the greatest handicaps a public 
relations man has to contend with is 
inability to learn the plans of a com- 
pany sufficiently in advance so that he 
can make the announcement of service 
improvements early enough to give the 
company credit for initiating an im- 
provement. He said that the public re- 
lations man is everlastingly in compe- 
tition with the politician who seeks to 
take credit for originating a service 
improvement idea and make an an- 
nouncement to the public that he forced 
the electric railway to take some action 
containing good publicity value. He 
urged purchasing agents to place some 
of their printing orders with the smaller 
community newspapers, whose friend- 
ship is valuable. 

Engineering features of the Pacific 
Electric Railway’s Hollywood tunnel, 
which will be in operation shortly, were 
described by L. B. Denton, assistant 

- chief engineer Pacific Electric Railway, 
mentioning some of the points that the 
delegates were to see on an inspection 
trip the following day. 

A simplification of stock carried in 
the storerooms of electric railways was 
advocated by A. S. McKelligon, general 
storekeeper Southern Pacific Company, 
San Francisco. Classification of stores 
which can be readily understood by em- 
ployees and picked up by new men is 
of importance, he. said. 

San Francisco was chosen for the 
next convention, which will be held in 
May, 1926, and the following chairmen 
of the four departments were elected: 
Superintendents’ committee, R. B. Hill, 
superintendent of operation Los Ange- 


les railway; engineers’ committee, 
Frank Miller, superintendent of motive 
power and equipment Sacramento 


Short Line; public relations committee, 
B. S. Allen, manager of public relations 
Key System Transit Company; store- 
keepers’ committee, C. Fennimore, Pa- 
cific Electric Railway. 
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Bus Commands Attention of Mid-West 
Railway Men 


ITY and interurban bus operation 

came in for a large share of the 
discussion at the fourth quarterly meet- 
ing of the Mid-West Electric Railway 
Association, held on Nov. 30, at Wichita, 
Kan. Although other subjects were 
ably covered in the papers presented, 
operation of automotive vehicles almost 
completely monopolized both morning 
and afternoon sessions. The cause of 
this was a paper presented by W. F. 
Evans, president Detroit Motor Bus 
Company, Detroit, Mich. Following the 
paper Mr, Evans was bombarded by 
questions asked by the 75 or more rail- 
way men and others who attended the 
convention. He gave a clear and con- 
cise statement of bus operation as it is 
related to mass transportation. Back 
of Mr. Evans’ theory of bus operation 
is the desire to conserve invested cap- 
ital, particularly that represented in 
electric railway securities, as he men- 
tioned many times both in his paper 
and in the discussion which followed. 
An abstract of this paper will appear 
in a future issue. 

Under the guidance of R. B. Camp- 
bell, president of the association, the 
morning session was started promptly 
with an address of welcome by the City 
Manager of Wichita, E. C. Elliott. 

D. L. Fennell, superintendent of 
transportation Kansas City Railways, 
opened the business of the day by 
reading a paper on “What Shall We 
Do to Further Popularize Electric Rail- 
way Transportation,” prepared by Fred 
G. Buffe, general manager for receivers 
of the same company. The paper will 
appear in abstract in a future issue. 

Discussing Mr. Buffe’s paper A. E. 
Reynolds, vice-president and general 
manager Springfield Traction Company, 
Springfield, Mo., asked what was meant 
by advertising. Mr. Fennell explained 
the various forms used in Kansas City. 
These include car cards, dash signs, 
pamphlets and newspaper advertising. 
All of these, according to Mr. Fennell, 
are aimed to attract automobile riders 
by setting forth the large amount of 
time and money spent in using an auto- 
mobile for transportation to and from 
work. 

F. S. Welty, assistant general man- 
ager Omaha & Council Bluffs Street 
Railway, wanted to know .how much 
money should be spent in newspaper 
advertising. To this Mr. Fennell replied 
that every railway can afford to do 
enough advertising in the paper in 
order to tell its story. 

W. H. Burke, Northern Texas Trac- 
tion Company, Fort Worth, answered 
Mr. Welty’s question by stating that he 
spends approximately 1 per cent of the 
gross in newspapers. By educating the 
press to the news value in stories which 
he gives out he has found it unneces- 
sary to go to extremes in the matter 
of newspaper advertising. He told of 
his white cars and said that he has 
convinced newspaper men that these 
cars had more direct sales appeal than 
advertisements in the press. 

Issue was taken with Mr. Buffe in 
the matter of car card copy by B. W. 


Frauenthal, general traffic agent United 
Railways of St. Louis. Contrary to 
Mr. Buffe’s theory that electric railway 
statistics do not make good copy, Mr. 
Frauenthal said he thought they did. 
St. Louis cars carry such cards and 
according to Mr. Frauenthal are attract- 
ing much attention. 


Bus OPERATING PRACTICE PROVOKES 
DISCUSSION 


It was unnecessary for Mr. Camp- 
bell to urge discussion after the pres- 
entation of Mr. Evans’ paper. Almost 
every one had some question to ask or 
exception to take. Mr. Fennell wanted 
to know the character and extent of 


the London bus operation which indi- |— 


cated’ high-load factors. Mr. Evans sub- 
stantiated his paper by showing elabo- 
rate tables, charts and maps obtained 
from the General Omnibus Company. 
These, so he said, indicated long routes 
comparable with city or suburban lines 
operated in this country. 

Figures showing the failure of the 
bus to handle mass transportation in 
St. Louis were read from a report of 
the Department of Public. Works in 
St. Louis by Mr. Frauenthal. It was 
Mr. Frauenthal’s desire to have this 
portion of the report read into the 
minutes of the meeting: According to 
the report in rush hours street cars 
carry 71.8 passengers per car, automo- 
biles 1.9 per vehicle, and buses 45.2 
per bus. 

Mr. Evans told of the speed with 
which buses are loaded and despatched 
along Woodward Avenue in Detroit. 
Often six or eight buses are under 
way from a loading zone before a two- 
car electric railway train is started. 
During an evening rush hour, 75 two- 
car trains leave the starting point on 
downtown Woodward Avenue, while ~ 
176 double-deck buses leave the same 
point, 

The afternoon session opened with 
Mr. Evans still on the floor. He told 
how his company had obtained a loan 
of $475,000 from bankers after they 
had made an investigation of the prop- 
erty. Mr. Campbell questioned the de- 
preciation figure of eight years on buses 
as given by-Mr. Evans. This was ex- 
plained as really amounting to obsoles- 
cence, as the buses are maintained in 
as nearly 100 per cent condition as is 
possible. It costs $950 per bus to have 
it completely overhauled or rebuilt. 
This is a small expenditure compared 
with the cost of a new vehicle, he said. 
It was further explained that deprecia- 
tion when figured on a mileage basis 
is a variable quantity ranging from 
2 to 4% cents per bus-mile. 

J. L. Adams, superintendent of trans- 
portation the Denver Tramway, fol- 
lowed with an interesting paper deal- 
ing with present day problems of the 
street railway business. An abstract of 
his paper will appear in a future issue. 

Some interesting sidelights on cus- 
tomer-ownership of public utility secu- 


‘rities were given by W. R. Phipps, 


manager of the H. L. Doherty prop- 
erties in Kansas. He explained the 
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manner of allocating quotas among 
employees and how much more success- 
ful the ten-day drive was than the 
30-day campaign. Figures on the num- 
ber of calls made per employee were 
usually indicative of the successfulness 
of the drive. A selling cost of about 
$6 per share by this method amounts 
to. approximately 7 per cent on the 
preferred stock selling at $84.78. 
Employees are paid $1 per share for the 
first ten sold, $1.50 for the next ten, 
and $2 for those sold above twenty 
shares. 

Again the bus came in for consider- 
able attention, when Mr. Campbell, 
president of the association, relinquished 
the chair to A. E, Reynolds while he 
read his paper. Interstate regulation 
was explained. What to expect along 
these lines and how state regulations 
were on the increase were outlined by 
Mr. Campbell. Mr. Evans defined the 
meaning of necessity and convenience 
and explained why if the public rode 
buses such service was a necessity and 
convenience and as such should have 
a certificate. Concluding, he stated 
that it is impossible to make the public 
ride on what it does not want. 

Before adjournment it was decided 
to hold the next quarterly meeting in 
March and the summer meeting in July 
at Denver. 
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Canadian Association Holds 
Executive Meeting 


N NOV. 23 the executive board 

of the Canadian Electric Railway 
Association held a meeting at Toronto. 
It was presided over by President W. 
S. Hart, F. D. Burpee, A. H. Foster, G. 
Gordon Gale, D. W. Harvey, W. R. 
Robertson, H. E. Weyman, C. L. Wil- 
son, of the executive committee, Acton 
Burrows, honorary vice-president, and 
Eustace Smith, Jr., the secretary, be- 
ing present. 

The most important business was 
that of arrangements for the 1926 
convention, which it was decided will 
be held in the early part of June, in 


Quebec. 
H. T. Gibbs and O. C. Rehfuss, of 
the manufacturers’ committee, who 


were present at the afternoon session, 
stated that it was the intention of the 
manufacturers to have a larger and bet- 
ter exhibition than had ever previously 
been shown. 

The executive approved the sugges- 
tion of A. T. Spencer, of the way com- 
mittee of the A.E.R.A., to appoint a 
committee from members of the Cana- 
dian Association to work in conjunc- 
tion with the committee of the 
American Association in the matter of 
rail corrugation. 


American Association News 


Power Transmission and 
Distribution 


PPOINTMENT of sub-committees 

and the planning of work for the 
ensuing year made a busy two-day ses- 
sion for the committee on power trans- 
mission and distribution, which was 
held at association headquarters, New 
York City, on Nov. 30 and Dec. 1. Those 
present were C. H. Jones, chairman; 
M. B. Rosevear, sponsor; J. W. Allen, 
M. W. Cooke, J. H. Drew, C. L. Han- 
cock, C. J. Hixson, F. McVittie, H. S. 


' Murphy, J. F. Neild, W. J. Quinn, W. 


Schaake, C. F. Wennagel and J. C. 
Damon, representing W. H. Bassett. 

All the sections in the Manual relat- 
ing to power transmission and distri- 
bution subjects were gone over and 
decision was made as to those which 
required revision. These were assigned 
‘to various members of the sub-commit- 
tee for recommended changes to be 
made at the next meeting. The sub- 
committee appointed on this subject 
included F. McVittie, chairman; J. W. 
Allen, J. H. Drew, C. J. Hixson, A. J. 
Klatte, H. S. Murphy, W. J. Quinn, 
W. Schaake and C. F. Wennagel. 

It was decided to prepare specifica- 
tions for material for catenary con- 
struction and a sub-committee was 
appointed for this work with A. Schles- 
inger as chairman. The committee is 
to prepare the specifications for report 
at the March meeting, which it was 
tentatively arranged to hold in Chi- 
cago. Other members of this sub- 
committee are S. H. Anderson, W. H. 
Bassett, J. H. Drew, C. J. Hixson and 
W. Schaake. 4 


| 
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The study of the life of trolley wire 
with regard to breaks, together with 
an endeavor to bring the specifications 
of high-strength trolley wire into con- 
formity with work being done by the 
American Society for Testing Mate- 
vials, was discussed in considerable 
detail. Several railways have been 
making tests and are taking measure- 
ments. The sub-committee on this sub- 
ject will gather this information and 
collect additional data for inclusion in 
the final report. The sub-committee 
appointed on this subject is composed 
of H. 8S. Murphy, chairman; J. W. Allen, 
W. H. Bassett, M. W. Cooke, C. L. Han- 
cock, A. J. Klatte, J. F. Neild and C. F. 
Wennagel. 

The study of inductive co-ordination 
will be continued and the committee 
will keep in touch with the American 
Association committee on inductive co- 
ordination. Discussion of this subject 
seemed to indicate that the American 
committee is doing very little on this 
subject. The sub-committee appointed 
included M. W. Cooke, D. D. Ewing, 
J. F. Neild and A. Schlesinger. 

The study of radio interference, 
which was started last year, will be 
continued along the same lines. Sev- 
eral suggestions were made for inter- 
esting investigations to be carried out 
by various members of the committee. 
The members of the sub-committee 
appointed on this subject are W. J. 
Quinn, chairman; S. H. Anderson, 
M. W. Cooke, D. D. Ewing and J. F. 
Neild. 

Specifications for 690-volt direct- 
current trolley overhead construction 
were reviewed and various sections of 
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this specification were assigned to indi- 
vidual members for study and report at 
the next meeting. The sub-committee 
appointed on this subject included J. W. 
Allen, chairman; J. H. Drew, C. J. Hix- 
son, A. J. Klatte, F. McVittie, W. 
Schaake, A. Schlesinger and C. F. Wen- 
nagel. 

The subject of joint use of poles, 
together with a review of the Manual 
section D 203-14, was discussed. This 
will be studied by the sub-committee 
with a view of preparing standard con- 
tract forms which appear desirable. 
The sub-committee appointed consists 
of M. W. Cooke, chairman; S. H. Ander- 
son, F, MeVittie and A. Schlesinger. 


Brooklyn Edison Man to Address 
Metropolitan Section 


66 FJROMOTION Work as Practised 

by the Brooklyn Edison Company.” 
This will be the title of the talk to be 
made at the meeting of the Metropoli- 
tan Section in the Engineering Societies 
Building, New York, on Friday evening, 
Dec. 11, at 8 o’clock. The speaker will 
be R. V. Rickeord, manager of person- 
nel service department of the Brooklyn 
Edison. The discussion will be led by 
H. P. Hass, assistant mechanical engi- 
neer of the New York, New Haven & 
Hartford Railroad. Among others who 
will participate are J. A. Murnan, elec- 
trical superintendent of the Inter- 
borough. 

So much for that. Important as it is, 
it is only part of the story. Dave 
Allman will be on hand to furnish the 
entertainment. He will lead members 
of the Brooklyn surface organization in 
jazzing things up. Dave is almost as 
well known in his way as are the other 
famous graduates of the Brooklyn rail- 
road school of entertainers, Van & 
Schenck. There is talent galore on 
Brooklyn’s railroads and not all of it is 
given over to operating trolley cars, 
either. 

Well, there are the two sides to the 
picture. This time there is still another 
one. Over at Keen’s Chop House, 
which in some respects is like the 
Cheshire Cheese in London as a gather- 
ing place for bon vivants, the member- 
ship committee of the Metropolitan 
Section will hold a Dutch treat dinner 
just before the main event. Now that 
Browne’s chop house is gone, there is 
nothing else just like Keen’s in New 
York. Not only are the trappings un- 
usual, but the food is prepared by 
culinary artists with a sense of gas- 
tronomic values equal to those of the 
famous chef of Louis XVI, or some such 
reigning fellow. If you do not happen 
to know where Keen’s is, it is about 20 
paces off Sixth Avenue down Thirty- 
sixth Street. All that is needed to kick 
into this prandial party is a couple of 
iron men. 

Membership of 1,508 for the Metro- 
politan Section was set as a bogey at a 
joint meeting of the membership and 
program committees. Forty-three 
members of these two committees held 
a joint dinner meeting, at which plans 
to build up the Metropolitan Section 
were actively discussed. A number of 
speakers were called on by R. F. Car- 
butt, chairman of the membership com- 
mittee. . 
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Putting Car Maintenance on 
a Systematic Basis 


N THE Eastern Massachusetts 

Street Railway system car main- 
tenance has been placed on a sys- 
tematic basis by using Sangamo 
power meters equipped with inspec- 
tion dials to determine when cars 
should be inspected and overhauled. 
When a car has operated approxi- 
mately 1,000 miles it is given a gen- 
eral carhouse inspection, and when it 
has operated 100,000 miles it re- 
ceives a thorough shop overhaul.. In 
the opinion of W. C. Bolt, superin- 
tendent. of rolling stock and shops, 
these power meters have been of ma- 
terial assistance in determining 
promptly and cheaply the dates when 
individual cars become due for over- 
haul. 

A running record is kept in a 
special book provided for this pur- 
pose. On the first of each month 
the dial C reading is noted in the 
book opposite the number of the car. 
A portion of a typical page from 
this record book is Shown in an ac- 
companying illustration. In this 
case, a dial reading of 20 corresponds 
to the average energy consumed with 
a car mileage of 100,000. Notations 
are made in black until the dial 
reaches 20, when they are entered in 
red ink to draw attention to the fact 
that the car is due for overhaul. 
After overhauling, the dial reading 
is reset to zero. 

At shop overhaul periods, all equip- 
ment is stripped from the car, worn 
parts are renewed, and each in- 
dividual piece of apparatus is placed 
in good operating condition. Before 
being replaced all apparatus is tested. 
The work is so planned that the shop 
organization does not fluctuate but 
is kept constant in number, assuring 
a high standard of work on the part 
of each man. 

Revenue cars are repainted every 
35,000 miles. This results in bring- 
ing regular cars in for painting every 
ten or twelve months, and other cars 
every eighteen or 24 months. Date 
of painting is indicated in the record 
book by the letter P inside of the 
small circle. 

The spray method is used to paint 
the entire car body exterior, includ- 
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Form of Record Kept by Eastern Massachusetts Street Railway to Show 
When Cars Are Due for Overhaul 


ing the roof, trucks and equipment. 
On the interior, seat frames, backs, 
heater cases, floors and platforms 
are also spray painted. This is done 
at an average cost of $69 per car. 
The low cost per car makes it pos- 
sible for the company to paint cars 
frequently and keep them in more 
attractive condition, 


Buggy for Handling Heavy 
Car Equipment” 


EVERAL devices to increase the 
ease of handling heavy equipment 
parts have been built in the shops 
of the Dallas Railway, Dallas, Tex. 
An accompanying illustration shows 
a buggy built with adjustable screws 


at the ends for handling heavy 
equipment, such as motors, com- 
pressors, resistance grids, etc. This 


may be rolled under a car and ad- 
justed to the motor or compressor 


*This article is based on material in- 
cluded in the brief submitted to the Charles 
A. Coffin Prize Committee of the American 
Flectric Railway Association by the com- 
pany named. 


that is to be removed. The part can 
then be lowered easily after loosen- 
ing from the car, and the wheels on 
the buggy provide for easy removal 
and transportation to any desired 
place. In this way shopmen are re- 
lieved from the necessity of lifting 
heavy parts and one man can do the 
work easily. 

This buggy has been built of old 
scrap material. It consists of a 
strap-iron framework with the end 
supports arranged to receive four 
castors which pivot readily and per- 
mit its being rolled about the shop. 
The two adjustable screws have nuts 
as a part of the end supports. 


Concrete Pavement for 
Track Construction® 


ONCRETE pavement of an im- 

proved type for track construc- 
tion is used by the El Paso Electric 
Railway, El Paso, Tex., and is giv- 
ing good success. It consists of a 
combination of standard heavy sec- 
tion T-rail, steel ties laid on a thick 


This Buggy with Adjustable Feet, Developed by the Dallas Railway, Obviates Lifting 
Heavy Equipment When Removing It from a Car and Transporting It About the Shops 
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bed of well-tamped ballast and a 6-in. 
two-course concrete pavement. The 
accompanying illustration shows a 


cross-section of the type of construc- 


tion used. 
The first cost resulting from this 


_ type of construction is at least $1 per 
foot less than any other first class 


construction used by the company. 
It is easy on rolling stock, because of 
the slight resiliency it has, due to 


the semi-rigid ballasted foundation, 


and it is easy to repair when repairs 
become necessary. Experience of 
the company for six years with this 
construction indicates that concrete 
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Cross-Section in Single Track 


Standard Track Construction Used by the El Paso Electric Railway 


Laying Concrete Pavement on the Lines of the El Paso Electric Railway 


pavement is better and cheaper for 
street car tracks. than brick or 
asphalt. It will be noted in this con- 
struction that the concrete is used 
entirely as a pavement and not in 
any way as a support for the track. 
It also serves, however, to prevent 
water from getting down into the 
track foundation. 


Safety Straps for Brakes 
t and Motors* 


ANY pull-ins of cars on the 
Nashville Railway & Light Com- 
pany were caused by brake beams 
falling and locking under the wheels. 
To overcome this trouble on type 
39-E Brill trucks a safety strap 16 


in. x 16 in., made U shaped of 4x2-in. 


material, was attached to the truck 
frame. This acts as a support for 
the brake beam and if the brake cast- 
ings break the brake beam will stay 
in position. 

_ Another safety suspension was in- 


*This article is based on material in- 
cluded in the brief nero ited to the’ Charles 

. Coffin Prize Committee of the American 
Electric Railway Association by the com- 
pany named. 


_ 


stalled on the motors of Birney cars. 
This is a 3-in. chain with one end 
attached to the eye-bolt on the 
motor, while the other end is fastened 
to the channel beam of the truck. If 


a motor suspension bolt breaks the 
chain prevents the motor from mov- 
ing up and down and makes it pos- 
sible for the car to be operated so as 
to complete the run. 


Drilling and Broaching 
Trolley Wheels 


EVERAL handy devices for drill- 

ing and broaching trolley wheels 
are used in the Albany Street shops 
of the Boston Elevated Railway. The 
hole into which the bushing fits is 
bored out on a turret lathe. During 
this process the wheel is held in a 
chuck equipped with lugs which fit 
into the groove of the wheel. Pieces 
specially shaped for this purpose 
have been electrically welded to the 
ordinary lug of the chuck. One lug 
has been arranged to pivot around a 
fastening screw as shown in the ac- 
companying illustration. This per- 
mits the wheel to be removed after 


At Left, Chuck Used on Lathe in the Albany Street Shops of the Boston Elevated 


Railway Has Special Lugs for Holding 


a Trolley Wheel. Ai Right, Pneumatic 


Press Used for Broaching Trolley Wheels and Installing Bushings 
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the lugs have been loosened by only 


a quarter turn of the wrench. In 
this way wheels are installed and 
removed from the lathe more rapidly 
than could be done if it were neces- 
sary to release all the lugs fully. 

After the holes have been bored 
on the lathe they are broached out 
in a pneumatic press of the type 
shown in another illustration. Op- 
eration of the press is controlled by 
an engineer’s valve of the ordinary 
type. This same apparatus is used 
also for installing the bushing in 
trolley wheels. 


= 
New Equipment 


Available 


Machines Developed for 
Coin Handling 


TOR handling coins and tokens two 
new machines have been brought 
‘out by the Standard-Johnson Com- 
pany, Brooklyn, N. Y., for traction 
and bus companies. The model R 
machine is electrically operated and 
consists of a series of counting sec- 
tions. One of these is for 
denomination of the coins or tokens. 
Each section has a double register, 
one row of figures showing in dollars 
and cents the amount turned in and 
the other row showing in units the 
number of coins or tokens passing 
through the section in a day or other 
given period. The dollars and cents 
row can be set back to zero, but the 
lower row cannot. 
There is a rectangular pocket be- 
low each section into which the coins 
fall after being counted and in which 


they are held until the receiver ~ 


agrees in count with the conductor. 
Then, by throwing one lever, the 
pockets open at the bottom and 
permit the coins to fall into bags 
hung below. Each section has a lock 
device which automatically locks it 
when 1,000 coins have been counted. 
Simultaneously a red warning light 
is flashed. The lock and light permit 
the receiver to have his coins in 
proper form for banking at the same 
time that he is auditing the con- 
ductor’s returns. 

Another new model illustrated is 
the type SC, which assorts and counts 
coins in a single operation. This is 
intended for use in a central office. 
Where this machine is used the con- 
ductor puts his bills, coins and tokens 
with his day card in a bag, which is 
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Model BR Coin-Handling Machine for Use at Carhouse 


deposited in a safe at the carhouse. 
The car starter checks the deposit 
but does not count the contents of 
the bag. The contents of the safe 
are removed daily by the treasurer’s 


department and taken to the central 
office, where the machine does the 
counting. It is electrically operated 
and has automatic locks, lights and 
pockets similar to the model R. 


Model SC Coin-Counting Machine Used Where the Counting Is Taken Care of 
at a Centralized Point Instead of at Carhouses 
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$5,000,000 Expenditure 
Ahead 


‘New Haven Official Indicates This Sum 
Will Be Spent on Trolleys with 
Public Co-operation 


Following Federal Judge Winslow’s 
act modifying the decree of 1914, 
which deprived the New Haven of its 
‘subsidiary trolleys, Attorney Frank 
A. Farnham of the New York, New 
‘Haven & Hartford started the wheels 
of the law to reacquire and hold the 
interests of the New England Securi- 
ties & Investment Company of Massa- 
chusetts. This is permissive legisla- 
tion from the Massachusetts Legis- 
lature. 

In Springfield the road will resume 
‘control of the Springfield Street Rail- 
way, and in Worcester and the subur- 
ban towns the Worcester Consolidated 
Street Railway. It is stated new roll- 
ing stock is to be purchased for these 
two lines; new tracks are to be built 
and other equipment provided for a 
first-class service. Plans in Springfield 
will require an expenditure of more 
than $1,000,000, and the amount will 
be fully as large to bring the Worcester 


lines to a first-class basis. New modern 


rolling stock will be added, non-paying 
lines will be junked and buses substi- 
‘tuted. 

To do this the New Haven is laying 
plans for the readjustment of the finan- 
ces of the New England Investment & 
Securities Company to provide means 
for the primary improvements. The 
‘unpaid interest on certain notes of this 
company was $5,419,900 on April 1. 
‘The value of these notes is $13,115,000. 
Thus the claim of the railroad against 
the Investment & Securities Company 
is $18,534,900. 

_ In addition to the Worcester and 
Springfield plans, the railroad indicates 
it will lay out close to $2,000,000 to 
‘modernize the Berkshire Street Rail- 
way. This company recently termi- 
nated its lease of the Vermont company 
and abandoned its line from East Lee 
to Huntington and also from Great 
‘Barrington to the Connecticut line. 

In Connecticut, according to E. G. 
Buckland, vice-president of the New 
‘Haven road, no immediate expenditures 
are necessary. The management of 
the Connecticut Company, which sup- 
plies most of the trolley service in 
‘the state, under the direction of five 
‘federal trustees appointed in 1914, has 
done everything possible to keep lines 
and equipment in good condition. 

‘Here is Mr. Buckland’s answer to a 
recent query from the Worcester 
‘Gazette, which questioned the possi- 
bility of spending so much in any one 
community: 


The estimate of $1,000,000 which it will 
‘be necessary to spend on the Worcester 
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properties alone is not excessive; in fact, 
is rather understated than overstated. 

What I said before the federal court in 
New York was that we were under obliga- 
tions to sell the notes of the New England 
Investment & Securities Company, aggre- 
gating more than $13,000,000, which, with 
the defaulted coupons of some ten years 
back, makes an aggregate of some $18,- 
000,000 owing by the New England Invest- 
ment & Securities Company to the New 
Haven railroad. 

We cannot sell those excepting at an 
absolutely disastrous loss. The only thing 
which I can see for us to do is to ask 
the court to free us from the obligation of 
selling the notes and then ask the Legis- 
lature of Massachusetts to let us come 
back into control of these properties tem- 
porarily, with the idea that we shall build 


Then it 
We 


them up and make them earners. 
could be decided what should be done. 
have no desire to remain in control. 


I said also that in our estimation it 
would require at least $1,000,000 in each 
of the communities to put the equipment, 
roadway and structures, shops, ete., into 
condition and to provide motor buses where 
necessary. But we do not propose to get 
back of that financing if we do not have 
something to say as to how the property 
shall be developed. 

What I do want to emphasize is this: 
That we won’t go into this thing at all 
unless we have the communities whole- 
heartedly back of us. We shall need their 
co-operation in many ways and we do not 
intend to put ourselves back of this financ- 
ing unless we can get that co-operation 
from the public authorities. 


New Deal Suggested at Toledo 


Riggs Report Recommends Revamping Entire Arrangement Under Which 
Community Traction Is Operated—Frightful Loss in Passengers Due 
to Auto—Would Make Service-at-Cost Meet Present-Day Need 


LANS for rehabilitation of the pub- 
lic transportation system of Toledo 
to preserve the service-at-cost principle 
and make it fit present-day conditions 
of traffic in: the city are contained in 


“the report of Prof. Henry E. Riggs, 


submitted to the City Council through 
the board of street railway control. 

The report, laid before Council on 
Noy. 30, was immediately transmitted 
to the committee on railroads and tele- 
graphs without comment. It will prob- 
ably require several weeks’ study, as 
the complete report, with all of its 
analysis of present conditions and 
recommendations for the future, is a 
169-page typewritten document. 

The plan in brief recommends the 
building of an ideal system of public 
transit through: 


1. A co-ordinated system of .bus and 
street railway transportation, using the 
present Community Traction Company as 
the backbone of a new system having a 
monopoly of the business. Scrapping of 
property valued at $2,000,000 and raising 
of $2,000,000 of new capital in the next 
five years is involved in the plan. Imme- 
diate requirements for rehabilitation would 
be $650,000. ; 

2. Centralizing complete public control of 
transit in the street railway board of con- 
trol, with the commissioner as administra- 
tive representative of the board. 

3. Discarding of many features of the 
Milner ordinance by rewriting the fran- 
chise in very simple language. It is recom- 
mended that the stabilizing fund be elimi- 
nated, with plenary power given the board 
in matters of fare; that the sinking fund 
city-purchase plan be scrapped, and other 
provisions for economy made. 

4. New arrangements for power contract 
and methods of arriving at fair rate. Com- 
plete divorcement of Community Traction 
Company from Toledo Edison Company, by 
establishment of new offices and separate 
employees’ organization. 

5. Work toward a goal of public confi- 
dence in the whole transportation system 
through good service, good physical condi- 
tion of equipment and pride in their job on 
part of employees. P 

6. Elimination of parking on streets in 
the downtown section on which there are 
public transportation lines. 


The report was prepared by Henry 
E. Riggs, dean of the department of 


engineering of University of Michigan, 


* with the assistance of Robert H. Rifen- 


berick, electric railway engineer; 
Arthur H. Blanchard, professor of 
highway engineering and highway 
transport of University of Michigan, 
and W. A. Paton, professor of account- 
ing of University of Michigan, follow- 
ing several months intensive study of 
the local transit problems. 

In the program of physical rear- 
rangement of the system of transpor- 
tation there would be seventeen rail- 
way lines supplemented by nine bus 
lines, of which four would be separate 
lines and the remainder feeders. 

In the downtown district two loops— 
one for northern and one for southern 
lines—would be worked out. 

One-man cars are favored for opera- 
tion on all lines. 

One of the bus lines would be a 
cross-town belt line, characterized 
here as a necessity for several years. 
Another would be an express line pro- 
viding rapid transit to the center of 
the city from a thickly settled up-river 
territory. 

Buses would also be recommended 
for use over any of the regular street 
railway routes on Sundays, holidays or 
late night traffic when loads were light 
and in cases where buses would cost 
less to operate than street cars. 

Franchise changes would mean the 
rewriting of the present service-at-cost 
ordinance into a document more con- 
cise than the old and plainly stating 
facts. It is recommended that plenary 
power over the whole scope of transit 
affairs be placed in the hands of the 
board of street railway control—a body 
of three men appointed each for a 
term of six years, with one term ex- 
piring each two years. The street rail- 
way commissioner would then be the 
administrative officer of the board and 
entirely responsible to that body. No 
maximum or minimum fare would .be 
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stated in the ordinance and the board 
would be given full discretion as to 
fares. The present stabilizing feature 
of the ordinance would be eliminated. 
The city-purchase sinking fund would 
also be eliminated. All are declared to 
have been serious burdens on the car 
riders. Professor Riggs says: 

These drastic recommendations are in 
no sense made for the purpose of saving 
a private utility, but are wholly made to 
rescue public transportation from its pres- 
ent chaotic and intolerable condition and 
save it for the necessary and future use 
and benefit of the population of the city 
of Toledo and its many visitors, and 
do so economically. 


The Milner ordinance became effec- 
tive on Feb. 1, 1921, and the agreed 
valuation of the property was $8,000,- 
000. Additions have been made to cap- 
ital account so that it is now more than 
$9,000,000. The sinking fund has 
taken more than $1,000,000 out of car 
riders’ funds to purchase an interest 
in the property for the city. 

Despite the heavy burdens imposed 
by the franchise ordinance itself the 
greatest inroads on the street railway 
business have been the result of in- 
creased use of private automobiles. In 
1917 the lines carried 57,283,200 reve- 
nue passengers, while in 1924 they car- 
ried only 43,675,796 revenue passen- 
gers. There are now 51,890 automo- 
biles in the county, which is double the 
number when the ordinance became ef- 
fective. During the life of the ordi- 
nance loss in natural expected revenue 
is $3,510,000. 

If the suggestions for a unified bus 
and street railway system are carried 
out the engineers estimate a fare of 
four tickets for 25 cents, seventeen 
tickets for a dollar, 1-cent charge for 
transfers and a 10-cent fare for the 
casual rider would be adequate to pay 
all operating expenses, reasonable 
taxes, interest, depreciation, set up an 
amortizing fund and leave a small sur- 
plus. When all economies are effective 
a lower fare might be expected. 

Public ownership should come only as 
a last resort to save public transporta- 
tion, is Mr. Riggs’ opinion. The report 
says: 


The 150,000 daily users of public con- 
veyances need this utility, but there is no 
possibility of ever securing good service 
or reasonable rates unless the existing 
agency be utilized, service made so attrac- 
tive that riding will increase, competition 
be done away with and public sentiment 
be changed to one of hope for and pride 
in the utility, declares the report. 

The work expended on this report will be 
of no avail if Toledo and the owners of 
the Community Traction Company cannot 
agree on the changes necessary in the Mil- 
ner ordinance and cannot come together 
on the terms of a working plan for a new 
system of transportation. 

It is believed that the basis for such 
an agreement is contained in this report, 
but both parties must make great conces- 
sions and must radically change from 
present practice if any result that is at all 
satisfactory is secured. 


Failure to modify existing conditions 
will mean disintegration of the street 
railway system, it is declared, and com- 
petitive bus operation, which will in- 
volve an economic waste of capital. 
Buses alone would have to charge 10 
cents fare to exist. 5 

Practically a!l matters of valuation, 
capital, funds and adjustments of ac- 
counts are left untouched by the report 
as points on which negotiations with 
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Henry L. Doherty or his representa- 
tives may be taken up when the City 
Council has determined its stand on the 
suggested plan. 

The survey was originally made at 
the request of Henry L. Doherty, who 
also offered to finance such a survey. 

Operation of buses contemplated in 
the plan would be by a separate but 
auxiliary company under direction of 
trained bus executives. 


Patronage Grows 
Despite Buses 


HE results of a two weeks’ 
trial of traffic vo.ume of street 
cars and buses of the Kansas 
City Railways, Kansas City, Mo., 
which were made public by the 
receivers recently, show that, de- 
spite the fact that there were 
21,970 passengers carried daily, 
or a total of 307,590 for the two 
weeks, on the bus lines, the street 
car patronage likewise increased. 
The figures arrived at during 
the period from Nov. 3 to Nov. 17 
are said to have agreeably 
startled the receivers for the rail- 
ways, as well as bus manufactur- 
ers and others interested in the 
results of the operation of aux- 
iliary transportation. Virtually 
all had expected the new bus lines 
to make serious inroads, for a 
time at least, upon the revenues 
of the street cars. : 

In the period for which figures 
were analyzed it was found that 
street cars carried 4,887,733 pas- 
sengers, showing an increase of 
56,361 over a similar period of 
1924, and, in addition, the buses 
earried 307,590 passengers dur- 
ing the two weeks. 

Francis M. Wilson, one of the 
receivers, attributed the amazing 
increase in patronage of the com- 
bined transportation systems to 
the fact that the receivers are 
giving the public the best service 
possible, and that the combina- 
tion of street car and bus service 
is causing Kansas citizens to 
leave their motor cars at home in 
favor of the more convenient and 
economical means of transporta- 
tion. 


Extension of State Control 
at Boston Predicted 


Senator Charles G. Warren stated on 
Nov. 24 that the legislative committee 
which is investigating the condition of 
the Boston Elevated Railway, Boston, 
Mass., may file its recommendations 
prior to Dec. 15, the date set for it to 
make its report. Before that time, 
Senator Warren said, members of the 
committee will make no public an- 
nouncements, 

Rumors have it that the report of the 
committee will favor a 80-year exten- 
sion of public control, but that possibly 
the dividend will be reduced to $5. In 
other circles, however, it is insisted the 
committee will favor the $6 rate. 
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Fare Matter in East St. Louis 
Still Before Commission 


Further information is available re- 
garding the disposition of the fare case 
of the East St. Louis Railway, Hast St. 
Louis, Ill., passed upon recently by the 
Illinois Commerce Commission. Several 
months ago the company filed with the 
commission a tariff calling for a fare 
higher than the present rate. This 
new tariff would have gone into effect 
in 30 days if it had not been suspended 
by the Illinois Commerce Commission. 
The commission in its normal routine 
suspended the fare. In the course of 
time a date for hearing was set. The 
final hearing was held early in Octo- 


ber. The increased fare had been sus- 
pended in the normal routine until 
Oct. 29: 


On Oct. 27, in accordance with nor- 
mal routine, the change in fare was 
again suspended,. this time until 
April 29. This does not mean that the 
higher fare has been denied. The com- 
mission has taken no action on the 
higher fare. It is expected that as 
soon as the commission reviews the evi- 
dence and gets ready it will write an 
order in the case. The order will can- 
cel the suspension and will either give 
the company a higher fare or deny it. 
The ruling does not mean that the 
granting of a higher fare has been 
postponed until April 29 as might be 
inferred from the item in the ELECTRIC 
RAILWAY JOURNAL for Noy. 14, page 


881. 


Improvement Program Started 
in Cincinnati 


An elaborate program of improve- 
ment is being mapped out by the Cin- 
nati Street Railway, Cincinnati, Ohio, 
which a month ago took over the opera- 
tion of the electric railway system in 
Cincinnati from the Cincinnati Traction 
Company, to which it was leased in 
1901 for a period of 45 years. One of 
the paramount aims is to win back 
public support, jeopardized to some ex- 
tent by constant advances in the rate of 
fare in recent years. 

The new. company has plans under 
consideration for the establishment of 
bus routes that will co-ordinate and 
interlock with the existing system of 
electric transportation. In this connec- 
tion it is planned to run buses as ex- 
presses on long hauls. While the com- 
pany has applied for only one bus permit, 
it will ask for others as its plans 
mature. In addition to buses, the com- 
pany may use the trackless trolley, as 
this mode of transportation is feasible 
owing to the double trolley system ex- 
isting in Cincinnati. 

Reduction of the number of stops for 
loading and unloading in the heart of 
the city also is proposed by the. instal- 
lation of berthing zones. | 

The public relations department of 
the company, headed by Hudson Biery, 
has informed the public by means of 
posters in the cars that it is prepared 
to tell the car riders how to get to any 
part of the city and how to recover 
articles lost in the cars and will answer 
inquiries about the service and receive 
complaints. Street directories have 
been distributed to all conductors. 
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Holiday Parking Prohibited 
in Chicago Loop 


Parking of all kinds in the Chicago 
loop will be prohibited during the busi- 
ness hours of the two weeks preceding 
Christmas. That was determined at a 
transportation sub-committee meeting 
on Dec. 1. The decision is the direct 
result of figures submitted by E. J. Mc- 
Siraith, staff engineer of the Chicago 
Surface Lines. 

The downtown district, which is a 
tightly hemmed in business section 
bounded by the elevated loop and nearly 
a mile square in area, was represented 
as a bedlam in holiday seasons. This 
Christmas promises to outdo all others. 
Pedestrians push, scramble, skip and 
run, but the traffic on wheel and foot 
moves at a snail’s pace. 

Mr. Mellraith’s figures, taken from a 
check made from 11 am. to 6 p.m., 
showed that 95,000 pedestrians walked 
the State Street sidewalks in the block 
between Madison and Monroe Streets, 
while fewer than 5,000 passengers were 
being transported by automobiles, buses 
included, in the street. 

On Madison Street between State 
and Dearborn (one block) 66,000 pedes- 
trians were checked, against 6,000 rid- 
ing on rubber-tired vehicles. 

The figures convinced the Aldermen, 
but a representative of a fine rialto 
restaurant recalled the last street car 
strike and said the restaurant had lost 
$20,000 in business because Randolph 
Street was a one-way street during that 
period. A representative of the Chi- 
cago Association of Commerce told the 
committee that he doubted whether 
merchants could ever be convinced that 
Clearing the streets of standing vehicles 
would not hurt them. 

A proposal had been made_ to 
eliminate all turns, but it got nowhere. 
‘The left-hand turn does not exist in 
the district, but hundreds of taxicabs 
take advantage of the right-hand turn 
‘to go around and around blocks. 


_No Stay Likely Under 
Compulsory Electrification Law 


The Kaufman law, which requires 
‘that all railroads leading into the city 
of New York be electrified by Jan. 1, 
1926, will be enforced on all roads 
without exception. William A. Prender- 
gast, chairman of the Public Service 
Commission, said as much on Nov. 30, 
when the New York, New Haven & 
Hartford Railroad sought permission to 
-operate five work, wrecking and emer- 
gency trains under steam power within 
‘the city after Jan. 1. Mr. Prendergast 
said he would confer with other mem- 
bers of the commission and announce a 
decision within a few days. 

Douglas Swift, counsel for the Dela- 
ware, Lackawanna & Western Rialroad. 
presented a petition for approval of 
_ plans for the electrification of the Wail- 
about Street freight terminal and the 
25th Street freight terminal, both in 
Brooklyn. The Wallabout terminal is 
‘to have an overhead wiring system, 
-while it is planned to use Diesel-elec- 
tric locomotives at the other station. 

The New York Dock Railway an- 
“nounced that it is $700,000 in debt and 
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cannot afford to electrify its lines in 
accordance with the Kaufman law. The 
case was adjourned indefinitely. 


Brooklyn Maintenance Segregated 


Direct control of the work of main- 
taining the cars, roadway and other 
equipment of the surface lines it oper- 
ates in Brooklyn and Queens will be 
taken over by the Brooklyn City Rail- 
road, Brooklyn, N. Y., on Jan. 1. Since 
Oct. 19, 1919, when the Brooklyn City 
Railroad resumed independent opera- 
tion of its surface lines, the mainte- 
nance work on its lines has been done 
under contract by the B.-M. T. system 
and its predecessor, the B. R. T. The 
general programs of maintenance work 
were mapped out each year by the 
Brooklyn City Railroad management, 
but the actual work was performed by 
employees of the B.-M. T. system. 

This arrangement was made in 1919 
because of the difficulty of segregating 
the shops and equipment of the Brook- 
lyn City Railroad and the employees 
engaged on its maintenance from the 
property and personnel of the old 
B. R. T. system. The Brooklyn City 
Railroad lines had been operated under 
a lease by the Brooklyn Heights Rail- 
road from 1893 to 1919. In that quarter 
of a century the shops, equipment and 
personnel of the two companies had 
become so intermingled that it was im- 
possible to make any definite and com- 
plete segregation of their equipment 
and maintenance personnel at the time 
the Brooklyn City Railroad resumed 
independent operation of its lines when 
the receiver of the Brooklyn Heights 
Railroad defaulted in the payments of 
rentals due the Brooklyn City Railroad 
under the 1893 lease. The operating 
forces—such as motormen, conductors 
and supervisory officials—of the Brook- 
lyn City Railroad have been a distinct 
organization since 1919. 

During the past three years the 
Brooklyn City Railroad has purchased 
535 new surface cars of the “pay-as- 
you-pass” type, which are now in serv- 
ice and operated exclusively on its 
lines. This fact has made it more prac- 
tical at this time to segregate the 
equipment of the Brooklyn City Rail- 
road from that of the B.-M. T. surface 
lines. The change will also permit the 


Brooklyn City Railroad management to 
devote special attention to the mainte- 
nance needs of the new type of car. 


White Street Cars for 
Oklahoma City 


HREE street cars of the Okla- 

homa Railway, Oklahoma 
City, Okla., have been painted 
white. These cars bear slogans 
painted in large black letters teli- 
ing of the advantages of riding 
the street cars. The slogans will 
be changed from time to time, 
according to officials of the com- 
pany. The purpose of these white 
cars is to attract attention and to 
promote good will. 


Contest for Naming Stations 
for North Shore Closed 


Judges have been selected to pick the 
winning names in the contest instituted 
by the Chicago, North Shore & Mil- 
waukee Railroad for the naming of sta- 
tions on its new Skokie Valley division. 
The contest closed on Dec. 1 and several 
thousand persons have submitted en- 
tries in the contest. 

The judges are: S. Charles Iverson, 
president Chicago Real Estate Board; 
Prof. William L. Bailey, Northwestern 
University, who has made a study of 
suburban communities; Frederick Rex, 
librarian Municipal Reference Library 
of Chicago; Daniel H. Burnham, presi- 
dent Chicago Regional Planning Com- 
mission, and Miss Caroline Mellvaine, 
librarian Chicago Historical Society. 

The winners will be announced on 
Dec. 15. Prizes total $1,000 cash, $100 
for each of the nine stations and $100 
for the name which the judges consider 
the best of the nine. 


Dry Goods House Co-operates 
with Shreveport Railway 


The first attempt at a new sales 
method in Shreveport, La., was carried 
out recently by the Hearne Dry Goods 
Company, which for the period of one 
hour on a Tuesday chartered the cars 
of the Shreveport Railways. Every 
passenger during that hour was in- 
formed by the conductor: “You are a 
guest of the Hearne Dry Goods Com- 
pany.” In connection with the free car 
rides the company conducted a Dollar 
Day bargain sale. The hour chosen 
was from 9 to 10 o’clock in the morn- 
ing, an “off hour” for the railways. 
The cars, which bore a sign on the 
front fender, “Dollar Day at Hearne’s,” 
were crowded with shoppers. 

Emphasis was laid by Capt. H. B. 
Hearn, president of the Shreveport 
Railways and not related to the Hearne 
Dry Goods Company management, of 
the demonstration of the value of the 
street car as a shopping medium. This 
point was also stressed by the manage- 
ment of the store. 


Auto Competition Keeps Traffic 
Down on Texas Interurban 


Using the tracks of the Missouri- 
Kansas-Texas Railroad between Denton 
and Dallas for the operation of electric 
interurban cars has proved unprofitable. 
This is the conclusion of Richard Meri- 
wether, vice-president of the Dallas- 
Denton Interurban Company. The first 
year’s operation, covering the period 
ended Oct. 1, 1925, showed an operat- 
ing loss of $12,062. Mr. Meriwether is 
quoted as follows: 


This poor financial showing is attributed 
by us to the competition of jitneys and 
buses which operate on the highways par- 
alleling our line, as well as to the fact 
that the Denton territory considers Fort 
Worth to be its trade center. Until inter- 
urban service was started between Dallas 
and Denton, Fort Worth was more acces- 
sible than Dallas, and Denton citizens 
formed the habit of going to Fort Worth 
instead. 


During the first year of operation 
the interurban line carried 212,435 pas- 
sengers, at an average fare of 64 cents. 
It operated 451,124 passenger car-miles 
and 23,918 passenger car-hours. 
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Traffic Suggestions at Baltimore 
Under Consideration 


Numerous recommendations for 
changes in the street car routes in 
Baltimore, Md., have been made to the 
Baltimore Traffic Survey Commission, 
appointed to make a study of the en- 
tire traffic problem of the city, by 
Kelker, DeLeuw. & Company, Chicago, 
engineers. These recommendations in- 
clude the elimination of car routes on 
some parts of the downtown streets, 
rerouting of numerous lines in order 
to eliminate turns in the congested 
territory and other changes. 

The experts submitted three differ- 
ent plans to the commission, each plan 
having been worked, out in great detail. 
One of the plans recommended the con- 
struction of a viaduct on East Frank- 
lin Street, which would give the city 
another through east and west street 
in the downtown area. At present 
there are but few of these streets and 
it is pointed out that much congestion 
is due to this condition. 

No action on any of the plans is to 
be taken until all persons interested, 
including the United Railways, are 
heard on the issue. 


Fares May Go Up in Louisville 


The Louisville Railway, Louisville, 
Ky., may increase local fares. Under 
the franchise ordinance passed in Au- 
gust, 1922, an automatic increase in 
fares is provided when the barometer 
fund drops below $200,000. That fund is 
now $175,000. It is expected it will be 
further reduced to about $125,000 
when dividends on common stock are 
withdrawn from company funds, as 
permitted in the ordinance. No action 
can be taken until after Jan. 1, 1926. 
It is said the plan is to restore the 
fare to straight 7 cents, instead of five 
tickets for 30 cents, or 6 cents on tick- 
ets and 7 cents in cash. When the ad- 
vance does become effective there will 
be no change until July 1, 1926, when 
the chances are that the barometer 
fund will again be replenished. 

The barometer fund must reach 
$500,000, according to the ordinance, 
before a new fare can be considered 
after a raise is placed in effect follow- 
ing a lowering of the fund to less than 
$200,000. The periods specified in the 
ordinance at which the change of fare 
can occur are Feb. 1 and Aug. 1 of each 
year, the basis being the operations 
for the period ending June 30 and Dec. 
381 of each year. 


Twin City Companies Present 
Fare Data 


Under the compromise plan by which 
pending litigation has been dropped, 
valuation of property agreed upon as of 
Jan. 1, 1925, to be the basis of a 7% 
per cent return and 30-day notice by the 
Minnesota Railroad and Warehouse 
Commission of a change in rate waived, 
the Minneapolis Street Railway, Min- 
neapolis, Minn., on Nov. 25 presented a 
set of figures to show that a fare of 8 
cents cash or eight tokens for 55 cents 
would be required, as opposed to the 
present token rate of ten for 60 cents, 
to make the return percentage utilized 
by the commission in all its hearings. 


This rate would be equivalent to 6.87 
cents cash. 

The city contended that 8 cents cash 
and ten tokens for 60 cents, the rate 
authorized by the federal court and de- 
termined by the commission as effective 
for a test six months from Aug. 1, 1925, 
is sufficient. 

The St. Paul City Railway gave 
figures to show that an average fare of 
7.51 cents would be needed, while the 
counsel for the city puts the required 
figure at 8 cents cash and ten tokens 
for 60 cents. Since the test rate was 
made effective both companies have 
increased wages and service. 

Under the law the commission has 
the authority to determine the rate of 
fare necessary to produce proper net 
revenue, upon request of the companies. 


Philadelphia Fare Argument 
Ends 


The hearing in the fare case of the 
Philadelphia Rapid Transit Company, 
Philadelphia, Pa., was brought to a 
close on Noy. 30, when the Public Serv- 
ice Commission heard final arguments 
from the opposing counsel on the com- 
pany’s petition for maintenance of the 
present 8-cent cash and 7%-cent ticket 
fare. Attorneys representing the com- 
pany and counsel for the city of Phila- 
delphia, the United Business Men’s 
Association and Northeast Chamber of 
Commerce, the protestants, argued the 
case in turn, relying on the contentions 
which were set forth in the briefs filed 
with the commission as part of the 
record the previous week. The argu- 
ment was heard by the entire commis- 
sion. James S. Benn and S. Ray 
Shelby, who were dismissed from the 
commission by Governor Pinchot dur- 
ing earlier stages of the fare hear- 
ing but were recently reinstated by 
the Supreme Court ruling, sat on either 
side of W. D. B. Ainey. Both these 
commissioners have received checks for 
their back pay from State Treasurer 
Lewis. In effect, these men have never 
been removed from the commission. 

F. L. Ballard discussed the items 
in the company’s budget for 1925 and 
compared specifically the estimates sub- 
mitted for conducting transportation, 
maintenance and renewals set forth by 
the company, and those offered in evi- 
dence by J. Rowland Bibbins, the util- 
ities expert engaged by the city. 


Higher Fares and Supplementary 
Bus Service Sought.—Increased street 
car fares and establishment of a new 
bus route to supplement street car serv- 
ice are asked in a petition filed with the 


Indiana Public Service Commission by 


the Southern Indiana Gas & Electric 
Company, Evansville, Ind. Present car 
fares provide for a 6-cent single fare, 
twenty tickets for $1 and free trans- 
fer. The company asks for an investi- 
gation to determine a rate of fare which 
would provide a reasonable return on 
the investment. The new bus route 
would be about 6 miles long. 


Wants One-Fare Zone Extended.—A 
petition has been filed with the Mary- 
land Public Service Commission by the 
residents of Windsor Terrace, Colonial 
Park & Franklintown, requesting that 
the United Railways & Electric Com- 
pany, Baltimore, extend its one-fare 
zone to include these territories. 

Washington ,Bureau Disbands.—The 
Washington State Committee on Public 
Utility Information is to be discon- 
tinued. 

Seeks Readjustment of Fares.—The 
Utah-Idaho Central Railroad, Ogden, 
Utah, has obtained permission from the 
Public Utilities Commission of Utah to 
readjust its rates for passenger fares 
to an even basis of 3 cents a mile. This 
basis has been used in the past, but 
some of the rates were out of line. The 
commission’s order states that the re- 
adjustment will result in both increases 
and decreases. . 

Ten-Cent Rate Extended.—The Pub- 
lic ‘Service Commission has extended 
until April 1, 1926, the time in which a 
10-cent fare may be charged by the 
receiver for the Westchester Street 
Railroad, White Plains, N. Y., on the 
Tarrytown, Silver Lake Park, Scarsdale 
and Mamaroneck Avenue lines. At the 
hearing before the commission the re- 
ceiver showed that the increased fares 
have brought about a material increase 
in the operating income. As against a 
deficit of $177 in 1923, there was an 
operating income in 1924 of $14,295. 
The operating income for 1925 is esti- 
mated at $17,551. 

Rehearing on One-Man Cars. — A 
further rehearing will be held by the 
Public Service Commission at Buffalo 
on Dec. 7 in the matter of operation 
of one-man cars in Buffalo by the 
International Railway. 

Offices of New York Railways Moved. 
—tThe general offices of the New York 


‘Railways Corporation moved on Mon- 


day, Nov. 23, 1925, from 621 Broadway 
to 123 West 146th Street. The New 
York Railways Corporation and its 
predecessor, the Metropolitan Street 
Railway, have had their general offices 
at 621 Broadway (Cable Building) for 
nearly 385 years. When the Cable 
Building was built a power plant for 
operating the Broadway cable was 
placed in the basement of the building 
and offices above. After about ten 
years of cable operation the Broadway 
line was changed to the conduit system 
and the cable plant abandoned. 


Bonus Awarded.— Car men of the 
Memphis Street Railway, Memphis, 
Tenn., recently received $8,628 bonus 
in three months for safety work. They 
get half of $17,246 saved on accidents 
during June, July and August. The 
earnings of each man was increased 
2.47 cents per hour within the period. 

Employee with Payroll Reported 
Missing.—Harry H. Hershey, an em- 
ployee of the accounting: department of 
the Conestoga Traction Company, Lan- 
caster, Pa., disappeared from Lancas- 
ter on Nov. 21. He was last seen driy- 
ing west on the Columbia Pike from 
Lancaster on business for the company, 
He is understood to have been carrying 
the company’s payroll. It is stated that 
Mr. Hershey has since been located at 
Cleveland. 
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Great Need for More Buses 
in Kansas City 


Although they consider additional 
buses necessary to the efficient opera- 
tion of the auxiliary service being ren- 

dered by the Kansas City Railways, 
Kansas City, Mo., Francis M. Wilson 
and Fred W. Fleming, receivers for the 
railway, have announced their decision 
to refrain from requesting an order 
“from Judge Kimbrough Stone, referee, 
for additional buses at this time. The 
decision followed a conference of the 
receivers on Noy. 30 and was reached 
through consideration of the fact that 
the railway is advertised for sale under 
foreclosure on Dec. 15, and the receiv- 
ers deemed it only fair to the new 
owners to leave the question of buying 
new buses with them. 

During the week ended Nov. 28 Sen- 
ator Wilson was quoted locally as say- 
ing that, in view of the unexpectedly 
enthusiastic reception of the buses, he 
thought there was no question that 
more buses may be used to advantage 
and that were it not for the advertised 
sale of the properties the receivers 
would approach Judge Stone at once 
on the question of an order for at least 
25 additional coaches. 

The only question arising from the 
need of more buses was whether or 
not the order should be deferred until 
the company had passed into the hands 
of the new owners after Dec. 15. The 
receivers were finally influenced to 
make the decision to leave the purchase 
of additional coaches up to the new 
owners. 


Municipal Bus Project in Miami 


An agreement was entered into on 
Nov. 9 between the City Commissioners 
of Miami, Fla., and the Miami Beach 
Electric Company looking toward the 
operation of a municipal bus line. The 
new business will represent an invest- 
ment of between $500,000 and $600,000 
by the railway, with practically no ex- 
penditure by the city. The arrange- 
ment contemplates the ultimate owner- 
ship of the buses by the city, although 
they are to be paid for by the operat- 
‘ing company. Already 25 Fageol-Gen- 
eral Electric single-deck buses with a 
seating capacity of 29 passengers have 
been ordered and it is said that the 
service will be further augmented with 
fourteen Yellow buses, type X, with a 
seating capacity of 21. The new agree- 
ment will run concurrently with the 
agreement for the operation of the mu- 
nicipally owned railway line, which has 
84 years to run. Transfers will be 
granted between buses and street cars. 
The car passengers now pay a 5-cent 
fare, but the bus passenger will be 
charged 10 cents, without any additional 
charge for transfer to a street car. 
The railway passenger will pay 5 cents 
additional for a transfer to a bus.. 

The routes and schedules will be 
worked out before Jan. 1 next, when it 
is expected the system will be put in 


operation. The new system embodies 
suggestions made in a survey of the city 
and outlying territory which has been 
conducted for the past several months. 
It is believed that the requirements of 
the City Commissioners, who have ex- 
pressed a desire for better transporta- 
tion for Miami, will be met by the exe- 
cution of the proposed plan. 


Ohio “Irregular” Operator 
Receives Permit 


The Ohio Public Utilities Commission 
recently granted a certificate to the 
Buckeye Special Transit Company, Co- 
lumbus, over the protests of virtually 
every steam railroad, interurban line 
and regular bus route operator in the 
state. There were 177 protests, but the 
vote to approve was unanimous. The 
Buckeye Special Transit Company is 
what is known as an “irregular” oper- 
ator, accommodating a large party of 
persons who wish to take a trip to a 
certain city or town and have a con- 
veyance directly at their command at 
all times. The certificate granted is 
the first of its kind allowed by the 
Ohio commission. That body pointed 
out that there was nothing to prevent 
companies now operating over regular 
routes also establishing the “irregular” 
service. 

The rules for bus operation in the 
State of Ohio are very stringent. A 
“regular” bus operator is forbidden to 
go off his route even to the extent of 
the city block to gather up a party of 
passengers for conveyance to some 
town on his route. He is limited to 
certain streets, and if he deviates from 
them he is likely to lose his certificate. 
On the other hand, the “irregular” 
operator is allowed to carry athletic 
teams and organizations directly from 
one destination to another, but he may 
not operate regularly over any route 
which is served by a bus, interurban or 
steam line. Athletic directors of school 
and colleges often have pleaded with 
the Ohio Public Utlities Commission 
to permit a regular bus operator to 


take their teams to some point not on _ 


the regular bus line, but in each in- 
stance the commission refused to grant 
the request, particularly because the 
insurance carried by “regular’’ route 
bus opérators is for the specific route 
and should an accident happen when 
they are off the regular route the in- 
surance companies would not be liable. 


Progress Reported on Interstate 
Bus Bill 


Washington reports indicate that 
progress is being made on the draft 
of a bill to be presented at the coming 
session of Congress on interstate bus 
regulation. By decisions of the United 
States Supreme Court during the last 
year, the control which state public 
service commissions can exercise over 
interstate bus lines is very limited. At 
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the same time, the Interstate Com- 


‘merce Commission has declared that it 


does not have the authority to exercise 
such jurisdiction. In consequence, it 
is possible for an interstate line to be 
started without that oversight and 
control over rates and service which 
are usually required of other common 
carriers when engaged in intrastate 
service. 

The subject has been discussed fre- 
quently in this paper and the form of 
contract which might best be applied 
to interstate bus lines was discussed at 
the last meeting of the National Asso- 
ciation of Railroad and Utilities Com- 
missioners. The discussion at that 
meeting was reported in this paper for 
Oct. 24, page 748. 

Conferences to prepare a bill for sub- 
mission to Congress at its coming ses- 
sion have been held during the last few 
weeks by rail carriers, representatives 
of the automobile organizations and 
others interested. A preliminary draft 
has been prepared and it is hoped that 
a bill which will receive general indorse- 
ment when presented in Congress will 
soon be completed. 


More Bus Lines Purchased by 
Twin City Company 


The Twin City Rapid Transit Com- 
pany, Minneapolis, Minn., has bought 
the American Auto Transit Company 
and the Kenney Bus Company, with 53 
buses, for $280,000. H. L. Bollum, pres- 
ident of the Twin City Motor Bus Com- 
pany, controlled by the trolley company, 
will be manager. Rates were adjusted 
by discontinuing tokens and making 
flat rates between the two cities. 

By this purchase the railway ac- 
quires a second route between the Twin 
Cities, the other having been bought 
eighteen months ago, and lines to Glen 
Lake from Minneapolis and to three 
suburban points from St. Paul. Nego- 
tiations have been going on two years. 

W. T. Kenney, president of the two 
lines which have changed hands, will 
retire. 


Provides for Bus Service.—The City 
Council of Seattle, Wash., has recently 
passed a measure providing that Up- 
lands, a new residential district being 
developed near Seward Park on Lake 
Washington, is to have bus service con- 
necting with the downtown service of 
the Seattle. Municipal Railway. The 
service will start about Jan. 15, with 
the bus making a complete circuit 
through the district. 

Will Vote on Bus Proposal.—Stock- 
holders of the Empire State Railroad, 
Syracuse, N. Y., will vote on Dec. 17 
on a proposal to substitute bus routes 
for three trolley lines in the city of 
Oswego. The company does not expect 
opposition to the changes, which will be 
submitted to the Public Service Com- 
mission upon approval by the stock- 
holders, According to Talmadge C. 
Cherry, vice-president and _ general 
manager of the railway and the Mid- 
State Coach Lines as well, the company 
has been losing money on the lines. 

Seeks to Supplement Service with 
Buses.—Application has been made to 
the City Council of El Paso, Tex., by 
the El Paso Electric Company for a. - 
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franchise to operate buses upon the 
streets of the city, supplementary to its 
street railway service. ‘Che proposed 
bus lines will reach outlying districts 
not served by the railway system, ac- 
cording to Tom Walker, manager of 
the company. The company recently 
established a 30-minute bus service 
between El Paso and Ysleta, 12 miles. 


Ten New Buses for Youngstown.— 
Preparations are under way to push 
through the City Council of Youngs- 
town, Ohio, an increase in capital value 
of the Youngstown Municipal Railway 
of approximately $75,000 for the pur- 
chase of ten new buses. The proposed 
buses are for use on the North Avenue 
line and to supplement present equip- 
ment. The latest capital increase fol- 
lows one of $182,000 authorized by the 
Council for the purchase of thirteen 
new cars. 


Seeks Right to Run Buses.—Penn- 
sylvania Public Service Commissioners 
recently inquired into an application 
filed by the People’s Transportation 
Corporation, a subsidiary of the West 
Chester Street Railway, West Chester, 
Pa., for the right to operate buses for 
the transportation of local groups or 
party service along the line of the com- 
pany to various points in Pennsylvania. 
No protests were filed, but the hearing 
was attended by representatives of the 
Pennsylvania Railroad, Reading Rail- 
road, Pennsylvania Bus Company, 
Reading Transit Company and other 
transit corporations. An attorney for 
the Reading company said the applica- 
tion covered a territory in which his 
company operated and that the latter 
corporation had an application pending 
before the commission for establish- 
ment of a group service throughout the 
state, 


Bus Operation Provided in Amend- 
ment.—An amendment to the articles 
of incorporation of the Cincinnati Trac- 
tion Company, Cincinnati, Ohio, pro- 
viding for the operation of buses was 
ratified at a special meeting of the 
stockholders on Noy. 25. The amend- 
ment was adopted by the directors two 
weeks ago and submitted to the share- 
holders of the company for their ap- 
proval. There are 455,239 shares of the 
Cincinnati Street Railway stock out- 
standing and of this amount 349,880 
shares were voted in favor of the 
amendment. ° 


Stage Line Permit Sought.—Re- 
ceivers for the Salt Lake & Utah Rail- 
road have applied to the Public Utilities 
Commission of Utah for a permit to 
operate a passenger stage line to con- 
nect Salt Lake City and Magna, and 
Garfield smelter and _ intermediate 
points. They want to protect the travel 
along the line of railroad. 


Bus Line Fifteen Miles Long.—The 
Public Service Commission has granted 
a certificate for the operation of a bus 
route between Utica and Herkimer to 
the Utica Railway Co-Ordinated Bus 
Lines, Ine. The line will pass through 
the towns of Schuyler and Herkimer 
and is about 15 miles in length. Four 
round trips are to be made daily, and 
free transfer privileges with other bus 
lines of the petitioner and with the 
trolley lines of the New York State 
Railways will be granted. 
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Permissive Legislation Sought 
by New Haven 


As a result of the decision made 
recently by the federal court by which 
the New York, New Haven & Hartford 
Railroad was enabled to take over 
again the ownership of electric rail- 
ways which it formerly held, its coun- 
sel, F. A. Farnham, has filed a petition 
with the Secretary of the State of 
Massachusetts asking for “legislation 
to enable the New York, New Haven 
& Hartford Railroad to acquire and 
hold the securities and property of the 
New England Investment & Security 
Company and the securities and prop- 
erties of any company or associations 
wholly or in part controlled or oper- 
ated by the New England Investment 
& Security Company, or for legislation 
relative to the interests of the New 
Haven in the New England Investment 
& Security Company as may be desir- 
able or necessary.” 

The New Haven holds gold notes of 
the New England Investment & Secur- 
ity Company to the extent of some 
$13,000,000. The New England Invest- 
ment & Security Company controls the 
Springfield Street Railway and the 
Worcester Consolidated Street Railway. 

Some of the Massachusetts trolley 
holdings were disposed of as a result 
of earlier litigation, but under a special 
act of the Massachusetts Legislature 
the New Haven was permitted to con- 
trol the Berkshire Street Railway, rep- 
resenting an investment of about 
$10,000,000. This property, however, 
fell under the ban of the federal dis- 
solution decree later, was put in the 
hands of public trustees, but is now 
restored under Judge Winslow’s ruling. 


October Shows Improvement 


The first month of the 10-cent fare on 
the Des Moines City Railway, Des 
Moines, Iowa, produced $10,431 for the 
stabilizing fund in October. It was the 
first month since spring that had not 
shown a heavy deficit. In October the 
cars carried 2,102,439 revenue passen- 
gers, producing $196,894, and sales of 
power boosted the income to $205,538. 
Operating expenses and taxes were 
$157,334 and bonds and other interests 
$37,772. 


Decrease in Amount of Bonds 
in Default 


Public utility bonds now in default 
of interest total $164,727,800, against 
$154,866,700 a year ago. In 1925 about 
$48,837,000 par value of bonds were 
lifted, mainly through foreclosures, and 
about $47,929,000 have been added 
through new defaults. As $363,714,100 
par value of utility bonds were in 
default in 1922, public utility corpora- 
tions have progressed in the past three 
years. 

According to Dow, Jones & Company, 
New York, based on a study made by 
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Financial an 


Corporate 


them, defaults in this class are growing 
less every year and by the end of 
another year should be materially re- 
duced. ‘he bulk of defaulted bonds 


in the utility class are of traction — 
industry that was - 


companies, “an 
greatly disturbed during and following 
the war because of the high costs of 
labor and commodities and the fixed 
rates for service.” Gradually rates 
have been adjusted by commissions and 
courts in various parts of the country, 
although street car fares in New York 
City are still at the rate prevailing 
during and before the war. 


Eliminating traction issues from the 


defaulted “utility bonds, defaults are 
about nil. Dow, Jones & Company say: 


Rarely, indeed, have any of the gas, elec- 
tric and power bonds defaulted in payments 
of interest. When one considers that bil- 
lions of capital are invested in this class of 
securities, the record is phenomenal. 


Fine Record by Boston Elevated 
in October 


October was an unusually good 
month with the Boston Elevated Rail- 
way, Boston, Mass. The gain in the 


RESERVE FUND OF BOSTON ELEVATED 


RAILWAY 
July 1, 1924, July 1, 1925, 
‘ $1,000,000 A $1,000,000 
Tuy eoeiee ss $353,245.79 July....... $249,477.93 
August..... 445,820.47 August 867,593.94 
Sept?.... 0 207,384.30 Sept....7.. 176,763.97 
Oct 86,155.59, “Oot. . sioniaes 117,703.96 
NOV re 15,031. 47 
PICs dates 152,527.52 
1925 
PANE eke viele 269,649.08 
Hebi. ae 118,183.05 
March..... 211,955.71 
April... 130,636. 68 
May.....:. 139,081.44 
June.... 25,792.94 
Profit and 
Oss. Tis $51,865. 43 


Figures in italic denote deficit. 


OCTOBER OPERATION OF BOSTON 
ELEVATED RAILWAY 


; 1925 1924 
Revenue exceeded cost of 

BOVVAGClA.: A-2)s%e 1 Gre petereces $117,703.96 
Cost of service exceeded 

TEVENUC ee eer ee tae $36,155.55 
Ratio operating expense to 

operating revenue, per 

Gert se. Shi she ne ee mee 70.09 74.66 
Operating revenue per car- 

mile operated, cents... .. 64.19 61.36 
Operating revenue per car- 

hour (A. R. A. stand- 

APE) hic AM ee es $6.16 $5.85 
Revenue passengers....... 31,890,185 32,846,982 
Per cent 5-cent and 6-cent 

passengers, per cent... . 17.42 27.55 
Average fare per revenue 

passenger, cents........ 9.279 8.622 
Revenue passengers per 

car-mile operated....... 6.786 6.988 
Car-miles operated: 

Rapid-transit lines...... 1,280,298 1,303,647 

Surface, two-man....... 2,021,196 2,262,251 

Surface, one-man....... 1,118,872 1,035,111 

Motor, bYaicfs's.csiranter tee: 270,511 88,849 

Express, newspaper and 

sprinkler cars........ 8,297 10,442 
Total miles operated 4,699,174 4,700,300 
Trips operated........... 610,652 600,325 


+ 


reserve fund for October as compared 
with September was $299,467. Some of 
the principal operating data are shown 
in the accompanying comparison. 
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Council Approves PRT. 
Stock Issue 


The Philadelphia Rapid Transit Com- 
pany, Philadelphia, Pa., was recently 
granted permission by the Council’s 
transportation committee to issue $10,- 
000,000 of new preferred stock, subject 
to the approval of the Council. The 
$10,000,000 will be used for improve- 
ment of rails, garages, carhouses, sub- 
stations and distribution system, for 
the retirement of underlying securities, 
purchase and rehabilitation of the 
Frankford, Tacony & MHolmesburg 
Street Railway and reimbursement of 
the Philadelphia Rapid Transit treas- 
ury for moneys temporarily taken from 
~ the reserves for improvements and ex- 
tensions. 

Coleman J. Joyce, chief counsel for 
the company, appeared to explain the 
various items set out in the ordinance 
to be covered by the new issue of 
$10,000,000 of preferred stock. Action 
on the company’s request for consent 
to issue an additional $5,000,000 of 
stock to take over taxicab companies 
was deferred for another public meet- 
ing of the committee. 


Abandoned Rochester & Manitou 
Property Sold 


All physical properties of the aban- 
doned Rochester & Manitou Railroad, 
which operated until last spring a 
9-mile electric line along the shore of 
Lake Ontario, have been sold to the 
‘S. Snyder Corporation, Rochester, 
N. Y., junk dealer. Work of disman- 
tling the track and overhead wire con- 
struction will begin at once. 

The road was abandoned after several 
years of operation at a loss, increasing 
_ yearly with the growing use of automo- 
biles by lakeside cottagers, sole users 
of the railway. 

The bondholders took possession of 
the physical properties at foreclosure 
sale four months ago. The property 
sold for junk includes many tons of rail, 
forty passenger, freight and work cars, 
trolley wires and machinery. 

In a last-minute effort to save the 
‘ line cottage owners urged postpone- 
ment of the sale of the equipment until 
a new operating company could be 
formed. 

The New York State Railways oper- 
ates a bus line over the route formerly 
served by the railway. 


Balanced Capital Structure 
Sought in Milwaukee 


Two important financing questions 
will be voted on by common and pre- 
ferred stockholders of the Milwaukee 
‘Electric Railway & Light Company, 
Milwaukee, Wis:, at a special meeting 
on Dec. 21. As indicated briefly in the 
ELEcTRIC RAILWAY JOURNAL for Nov. 
28, one concerns the plan to increase 
the capitalization of the company from 
$40,000,000 to $80,000,000 ($20,000,000 
preferred and $20,000,000 common), 
and the other to change the par value 
of common stock from $100 to $20. 

In discussing the proposed increase, 
S. B. Way, a resiiicatt, explained that 
the company is getting close to its 
authorized limits of capital stock and 


/ 


‘an agreement in the near future. 
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that additional issues would soon be 
needed to supply funds required to 
take care of future needs both for 
refinancing and for improvements. The 
changes contemplated will enable the 
utility to increase the proportion of 
stocks to bonds outstanding. 

The present authorized capitalization 
consists of $20,000,000 of common, of 
which all of the $11,250,000 was out- 
standing at the beginning of this year; 
$15,500,000 of various classes of pre- 
ferred, of which $12,898,000 was out- 
standing on Jan. 1, and $47,000,000 of 
bonds. The ratio of bonds to stock is 
about two to one. A $6,500,000 bond 
issue falls due on Feb. 1 next and 
another $5,000,000 issue matures in 
1929. It is probable that part of these 
maturing issues will be paid off with 
funds raised through the sale of stock. 


St. Louis Reorganization 
Furthered at New York Meeting 


Differences which have protracted the 
receivership of the United Railways, 
St. Louis, since it was declared in 1919 
appeared nearer solution as a result 
of a meeting between members of pro- 
tective committees and members of the 
reorganization committee in New York 
on Dec. 2. It was announced after the 
meeting that representatives of the 
committees had been appointed to con- 
fer on questions. which if settled would 
make possible a speedy reorganization. 

Breckinridge Jones of St. Louis, joint 
chairman of the committee formed to 
protect holders of general first mort- 
gage gold 4 per cent bonds, who called 
the meeting; F. O. Watts of St. Louis, 
chairman of the reorganization com- 
mittee, and J. K. Newman, president of 
Newman, Saunders & Company, an- 
other member of the reorganization 
committee, attended the meeting. 


Commission Seeks Report on 
Washington Consolidation 


The Public Utilities Commission of 
the District of Columbia on Noy. 23 
addressed a query to the Washington 
Railway & Electric Company and the 
Capital Traction Company asking them 
what progress has been made toward a 
merger and what the prospects are = 
The 
commission told the companies it wants 
this information in order to recommend 
further legislation to Congress on the 
question “if the companies jointly do 
not or cannot do so.” 

The letter of Nov. 23 is the first 
formal move the commission has made 
to bring the.companies together since 
the completion of the transportation 
survey in September. The commission 
apparently desired to wait and observe 
what headway the companies them- 
selves would be able to make before 
suggesting anything itself. 

At the time of the passage of the 
voluntary merger bill at the last ses- 
sion of Congress it was understood 
that representatives of the companies 
were of the opinion that best results 
could be obtained by allowing the com- 
panies themselves to work out a plan 
for unified operation and have the 
result considered and approved by the 
Public Utilities Commission. 
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Valuation at Reproduction Cost 
Seen Ahead 


A well-known professor, whose 
knowledge has heretofore been utilized 
by the Interstate Commerce Commis- 
sion, is understood to have urged the 
commission to take the initiative in ar- 
ranging a conciliation of the divergent 
interests in the proposed Nickel Plate 
merger. There will be no railway 
legislation until the decision in the 
Nickel Plate case is announced, which 
decision, incidentally, Washington now 
thinks will be favorable. This com- 
ment is considered significant: 


When the courts decide, as I think they 
will, that the proper valuation of railways 
is reproduction cost, the country may be 
shocked to learn that the investment on 
which earnings should be allowed will run 
to not less than $30,000,000,000. On the 
basis of adequate return, rates are mighty 
low. If permissive consolidations could 
tend to freeze valuations at somewhere near 
present levels, the gain to shippers would 
be very material. 


May Remove Tracks.—L. G. Tighe, 
transportation manager of the North- 
ern Ohio Traction & Light Company, 
Akron, Ohio, announces that plans are 
under way to remove tracks from Front 
Street in Cuyahoga Falls. He said the 
company favored removal of the tracks 
and installation of a bus system. Front 
Street is being improved and now is the 
time to make a decision, officials said. 

New Director Elected.— Robert V. 
Fleming, president of the Riggs Na- 
tional Bank, was recently elected a 
member of the board of directors of the 
Washington Railway & Electric Com- 
pany to fill the vacancy created by the 
death of Milton E. Ailes, who was 


‘chairman of the board. A new chair- 


man will probably be named at the 
annual meeting on Jan 16. 

Local Service Must Continue.——The 
Public Service Commission has denied 
the petition of the Eastern New 
York Utilities Corporation to abandon 
local service in Hudson, N. Y. The com- 
pany wanted to give service in the city 
by interurban cars operating on two- 
hour schedules. 

Cairo Properties Pass to Illinois 
Power.—The Illinois Power & Light 
Company, Chicago, IIl., has purchased 
the properties of the Cairo City Gas 
Company, the Cairo & St. Louis Rail- 
way and the Cairo Electric Traction 
Company. ‘The Illinois Commerce 
Commission has been asked to approve 
the purchases and allow Illinois Power 
to operate the Cairo properties. 

Income Lower.—F or the four months 
ended Oct. 31, 1925, the passenger 
revenue of the Brooklyn City Railroad, 
Brooklyn, N. Y., was $3,748,041, com- 
pared with $3,777,965 for the similar 
period in 1924. The operating expenses 
and taxes decreased from $3,279,869 
for the four months ended Oct. 31, 1924, 
to $3,212,962 for a similar period of the 
current year. After the consideration 
of income deductions, the net corporate 
income for this year’s period was 
$446,915, compared with $480,527 for 
the four-months period ended Oct. 31, 
1924, 

Control of Southern Utility Changed. 
—cControl of the Southern Public Util- 
ities Company, Charlotte, N. C., has 
passed to the “Southern Power Inter- 
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ests,” it is announced by George C. Allen 


of New York, who recently succeeded 
the late James B. Duke as president 
of the Southern Power Company. 
The transfer was effected through a 
plan set under way by Mr. Duke shortly 
before his death. The Utilities Com- 
pany had been one of the group of 
Duke companies, but had no direct cor- 
porate or fiduciary connection with the 
Southern Power Company. The change 
will not affect the corporate entity of 
the operating organization of the Util- 


ELECTRIC RAILWAY JOURNAL 


ities Company, which is headed -by 
E. C. Murshall, Charlotte. 


Spur Track to Be Torn Up.—Permis- 
sion to tear up the spur track from 
Cambridge City, Ind., to Milton, Ind., 
has been granted the Terre Haute, Indi- 
anapolis & Eastern Traction Company 
by the Indiana Public Service Commis- 
sion. The petition set forth the fact 
that a new highway connects the two 
towns and that a bus line has obtained 
most of the business. 


| Legal Notes 


ARKANSAS — Permission to Abandon 
Street Car Tracks Denied. 

The Fort Smith Light & Traction 
Company petitioned the Railroad Com- 
mission for right to abandon a section 
of track’1.08 miles long in the city of 
Van Buren, on the ground that it was 
operated at an actual loss. A petition, 
signed by 1,259 citizens and residents 
of Van Buren, remonstrated against 
the abandonment. The hearing showed 
that the company was earning less 
than 2 per cent on its whole invest- 
ment and the facts about the Van 
Buren line were as stated. The 
Supreme Court of Arkansas upheld 
the Railroad Commission in declining 
permission for the abandonment pro- 
posed, holding the questions involved 
the same as decided in an earlier case, 
Fort Smith Light & Traction Co. vy. 
Bourland 254 S.W. Rep., 481. [Fort 
Smith Light & Traction Co. vs. Ward 
et al., 255 Southwest. Rep., 757.] 


FEDERAL CIRCUIT CouRT—City Desiring 
to Change Railway Wires Must 
Pay Cost. 

A railway whose overhead feeder 
wires are lawfully carried over a 
bridge can collect from the city the 
cost of relocating these wires, when 
such relocation is requested by the city 
to permit the passage over the bridge 
of a municipal railway. [City of New 
York vs. Davis, 7 Fed. (2d), 566.] 


LOUISIANA — Passenger Standing on 
Steps, While Car Is In Motion, 
Preparatory to Getting Off Not 
Negligent. 

A passenger went to the front of a 
car a short time before it arrived at the 
point where he planned to get off, and 
stood on the step. While in this posi- 
tion he was struck by an obstruction 
in the street placed there by the water 
commissioners, in connection with the 
laying of pipes. It was held that the 
Water Board and the Railway Com- 
pany were jointly responsible. [Shal- 
ley vs. New Orleans Pub. Serv., Inc., 
et al., 105 Southern Rep., 606.] 


MassacHusetts — Negligence of Mo- 
torman Not Inferred from Failure 
to Anticipate Automobile Would 
Go on Track in Front of Street 
Car. 

Between two towns, the trolley 
track was on the right hand side of 
the road, and a trolley car was pro- 
ceeding slowly on it. An automobile 
driver going at about 15 to 20 m.p.h. 
suddenly noticed the automobile in 


front of him had stopped suddenly. 
To avoid a collision he turned to the 
right, getting onto the trolley track and 
was hit by the trolley car. The court 
held that the negligence of the motor- 
man could not be inferred from his 
failure to anticipate that the automo- 
bile would go on the tracks in front of 


his car. [Behmer vs. Worcester 
Consol. Street Ry., 149 Northeast. 
Rep., 148.] 


MASsACHUSETTS—Circumstances Justi- 
fied Jury in Deciding Mother Ex- 
ercised Due Care of Child Injured 
by Car. 

A mother left a child 3 yr. 10 
months old in an inclosed yard where 
he was accustomed to play, but he got 
out and was injured by a trolley car. 
The mother had seen him five minutes 
before in the yard. The court held 
that she had exercised all of the care 
required by the statute. [Coldiron vs. 
Worcester Consol. Street Railway, 149 
Northeast. Rep., 141.] 


MASSACHUSETTS—Assessment of Street 
Railway for Cost of Widening 
Streets Invalid. 

A statute declares that if a public 
street, on which the tracks of a street 
railway company have been located for 
a period of five years, is altered or the 
grades changed and the cost of the bet- 
terments is assessed on abutting prop- 
erty the railway company shall pay 
such proportionate share of the ex- 
pense as may be assessed upon it, but 
its assessment shall not exceed that on 
the real estate nor shall it exceed one- 
quarter of the total cost of such altera- 
tion or change of grade. The law also 
says that the railway company may in- 
crease its capital stock by the amount 
paid in the way of betterments of this 
kind. One of the streets in New Bed- 
ford was widened at ‘a cost of $23,515, 
of which slightly less than one-half 
was assessed against abutting real 
estate and slightly less than a quarter 
against the railway occupying the 
streets. The court held that the assess- 
ment was not a tax, because of the 
declaration of the law that capital 
stock could be issued to the company 
for the charge. It also construed the 
words, “proportionate share” as mean- 
ing proportionate to the betterment re- 
ceived and pointed out that the widen- 
ings were not made necessary to grant 
any further location to the railway 
company and that it had not asked for 
any further location or street widen- 
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ing. Hence the Court declared that 
there should be no assessment against 
the railway company. [Union Street 


Railway vs. Mayor, ete., of New Bed- 
Rep. 


ford (two cases) 149 Northeast. 
42-46.] : 


MicuicaAN—IJnstructions on Imputable 
Negligence of Automobile Guests 
Upheld. 

An instruction that the negligence 
of a driver of an automobile was im- 
putable to a passenger therein was 
held not reversibly erroneous in view 
of an accompanying instruction there 
could be no recovery unless the injury 


was caused by the defendant’s negli-. 


gence. In another instruction as to 
the duty of a person about to cross a 
railroad track to look and listen, and, 
if need be, stop to ascertain the near 
approach of a car, the trial court 


said: “If the view is unobstructed and | 


the pedestrian or driver of the vehicle 
takes this precaution, there is not much 
opportunity for him to be injured.” 
It was urged that the view was ob- 
structed up to within 24 ft. of the 
track, and for that reason this instruc- 
tion should not have been given. But 
it was held that the instruction but 
stated the general rule, and the jury 
could but have understood that what 
was said to them in this respect ap- 
plied to the duty of the driver after he 
had reached the point where the view 
was unobstructed. [Phinney vs. Detroit 
ond Railway, 205 Northwest. Rep., 
124. 


Missouri. — Negligence of Automobile 
Guest Held for Jury. 

If, in exercising ordinary care, an 
automobile guest fails to notice and 
warn the automobile driver of the 
approach of a street car, he is not 
guilty of contributory negligence. The 
failure of the trial court to give in- 
struction to this effect when requested 
to do so was held to be prejudicial 
error, especially in view of an instruc- 


tion which gave the impression that it — 


was the absolute duty of the guest to 
look and listen and give warning. The 
question as to whether the guest was 
negligent in failing to observe the 
approaching car and warn the driver 
is a matter for the jury to decide. 
[Banker vs. Wells, 274 Southwest. Rep., 
939.] 


VirGINIA—“Last Clear Chance” Doc- 
trine Stated. 

The last clear chance doctrine in 
Virginia was restated by the court as 
follows: “The foundation of the doc- 
trine is that. the parties are guilty of 
concurrent negligence and there must 
be some condition, circumstance or 
superadded fact, which one of the 
parties saw, or by the exercise of 
ordinary care could have seen, that 
made it his duty to endeavor to avoid 
injury to the other negligent party, and 
the obligation of discovering the last 
clear chance doctrine is mutual. One 
relying on the doctrine of the last 
clear chance has the burden of proving 
affirmatively by a preponderance of 
evidence that by the use. of ordinary 
care after his error was discovered, 
there was in fact a clear chance 
+y save him.” [Virginia Railway & 
Power Co. vs. Leland, 129 Southeast. 
Rep., 700.] 
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E. A. Boyd Master Mechanic 
at Salt Lake City 


Edward A. Boyd, formerly master 
mechanic of the Bamberger Electric 
Railroad, Salt Lake City, Utah, has 
been appointed master mechanic of the 
Utah Light & Traction Company at 
Salt Lake City, to succeed J. E. Scobee, 
resigned. 


Mr. Boyd began his activities in 


electric railway shop work about six- 


teen years ago, as electrician on the 
Sacramento Northern Railroad, Chico, 


E. A. Boyd 


Cal. He was associated with that com- 
pany from 1909 to 1914, when he ac- 
cepted a position as general foreman 
of the Utah-Idaho Central Railroad, 
with headquarters at Ogden, Utah, 
where he served for six years. In 1920 
he became master mechanic of the 
Bamberger road. This position he re- 
cently resigned to accept his present 
one with the Utah Light & Traction 
Company. ; 


H. C. Steele, general superintendent 
of transportation, Northern Ohio Trac- 
tion & Light Company, Akron, Ohio, 
has been transferred to the company’s 
northern division headquarters at Cuya- 
hoga Falls. 

John S. Lowe has succeeded H. C. 
Steel as general superintendent of 
transportation of the Northern Ohio 
Traction & Light Company, Akron, 
Ohio. Mr. Lowe held the Northern divi- 
sion post at Cuyahoga Falls six years. 

Col. Sir Joseph Nall has been elected 
president of the British Institute of 
Transport. He served during the great 
war, and is now Unionist member of 
Parliament for Hulme, Manchester, a 
member of the London Traffic Advisory 
Committee and a director of several 
companies. 

_ T. E.-Thomas, development superin- 
tendent of the London County Council 
Tramways, London, England, has been 
nominated for the post of traffic man- 
ager, vacant through the recent pro- 
motion of J. K. Bruce to general man- 


} 
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ager. The highways committee of the 
Council, in making the recommendation, 
stated that since January last Mr. 
Thomas’ responsibilities in connection 
with the work of the traffic branch had 
increased greatly and that he had ecar- 
ried out his duties with marked ability. 


Promotions at Nashville 


Messrs. Edgar and Brown Made Presi- 
dent and Vice-President and Gen- 
eral Manager Respectively 


B. C. Edgar, vice-president and gen- 
eral manager of the Nashville Railway 
& Light Company, Nashville, Tenn., 
was elected president of the organiza- 
tion on Nov. 21. J. P. W. Brown, 
former general superintendent, will 
succeed Mr. Edgar as vice-president and 
general manager. T, A. Kenney, New 
York, was elected vice-president; B. F. 
Manning, secretary-treasurer; Berry S. 
Spain, assistant secretary and assistant 
treasurer, and H. G. Kessler, comp- 
troller. T. A. Kenney succeeded Mr. 
Estabrook upon his retirement from the 
board of directors and B. F. Manning 
was elected to succeed Mr. Estabrook 
as secretary and treasurer of the Nash- 
ville Railway & Light Company. 

Incidentally Mr. Edgar announced for 
1926 a program of expenditure for ex- 
tensions and improvements that will in- 
volve an outlay of $1,540,000. This is 
a reflection of the vision of these two 
chief residential operating officials of 
the company at Nashville, and it indi- 
cates the willingness of the owners of 
the property to provide liberally for 
the future and to place the responsi- 
bility squarely on local shoulders. 


Both of these men are young in 


B. C. Edgar 


years, but are qualified both by tech- 
nical training and by wide experi- 
ence for the positions to which they 
have been advanced. Mr. Edgar is a 
native of Rahway, N. J. He was grad- 
uated in electrical engineering from 
Rutgers College, New Brunswick, N. J., 
in 1900. Since that time he has been 
continuously in the electric power and 
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railway business. He was connected 
with the Manhattan Railway, New York, 
on the work of changing over the steam- 
driven trains to electrical operation. 
Later he was identified with the 
construction and electrification of the 
tunnels under the Hudson River. From 
1909 to 1912 Mr. Edgar was in Califor- 
nia and the west coast states on work 
for the Southern Pacific Company. Dur- 
ing this connection he was engaged in 
the electrification of steam lines on the 
Oakland, Alameda and Berkeley sub- 
urban runs out of San Francisco. He 


also spent some time in Portland, Ore., 
on construction and engineering work 
for the Southern Pacific lines. 

From 1912 to June, 1914, Mr. Edgar 
was assistant general superintendent 
of the Columbus Railway, Power & 
Light Company, Columbus, Ohio. 


He 


J. P. W. Brown 


left this position to become general 
superintendent of the Nashville Rail- 
way & Light Company. In February, 
1919, he was elevated to the vice-presi- 
dency of the Chattanooga Railway & 
Light Company, Nashville Railway & 
Light Company and the Tennessee Elec- 
tric Power Company. 

Only last January J. P. W. Brown, 
general superintendent of the company 
at Nashville, was honored by the citi- 
zens of Nashville at a meeting of the 
Kiwanis Club at the Chamber of Com- 
merce and proclaimed the city’s most 
valuable citizen. He won the honor of 
“Nashville’s ideal citizen” because: 

He led the 1924 Community Chest cam- 
paign to the most successful completion of 
its history. 

He was chairman of the industrial com- 
mittee of the Chamber of Commerce, and 
thus helped bring new industries to Nash- 
ville. 

He did outstanding religious work as 
president of the Personal Workers of the 
First Presbyterian Church. 

He was an active member of the board 
of directors of the Nashville Y.M.C.A., and 
in such work did valuable service to the 
young men of this city. 

His division won first honors in the 
Vanderbilt “Fill the Stadium” drive. 

And last: Serving with equal unselfish 
zeal in the ranks as an enthusiastic worker, 
his foreeful efforts have constantly been 
attended by unfailing success, and an un- 
failing modesty. 


Mr. Brown became connected with 
the electrical industry in Nashville 27 
years ago when he supervised the in- 
spection of installations of all electric 
lighting, power and scenic effects at the 
Tennessee Centennial Exposition im-< 
mediately upon the completion of his 
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work at Vanderbilt University. He be- 
came identified with the Cumberland 
Electric Light & Power Company as 
switchboard operator in 1898, and two 
years later, when the Cumberland com- 
pany was merged with the railway and 
became the Nashville Railway & Light 
Company, Mr. Brown was made super- 
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intendent of the lighting and power de- 
partments of the new company. 

On May 19, 1917, Mr. Brown was pro- 
moted to the position of assistant gen- 
eral superintendent over the entire local 
railway and light property, and five 
years ago succeeded B. C. Edgar as 
general superintendent of the company. 


New Appointments by Brooklyn Railroad 


Messrs. Curry, Savage and Sherman Added to Brooklyn City Personnel— 
Further Separation of Company’s Activities from Those of 
Brooklyn-Manhattan Transit Corporation 


ORE complete separation of the 

properties of the Brooklyn City 
Railroad and the Brooklyn-Manhattan 
Transit Corporation is proposed. Since 
1919 the Brooklyn City and the B.-M.T. 
have been divorced, so far as properties 
and management have been concerned, 
and have operated as separate corpora- 
tions. But certain of the detail work 
common to both lines has been carried 
out under a pooling arrangement, and 
the more complete separation now con- 
templated involves the breaking up of 
this pooling agreement in part. 

The changes will affect particularly 
the maintenance of way and equipment 
work. This work, together with cer- 
tain accounting functions, the handling 
of the claims and adjustments, has been 
done under joint executives. 

At the same time the repair work is 
separated there will also be changes in 
the accounting and other departments, 
but it is understood that the matter of 
claims will continue to be handled by a 
joint office. “The readjustments will 
mean the creation of some new execu- 
tive offices in the Brooklyn City organ- 
ization and a partial division of some 
of the staffs in the departments which 
were heretofore run jointly. 

The appointment of Lester E. Curry, 
Hugh Savage and Hugh K. Sherman to 
the Brooklyn City Railroad is in effect 
a reflection of the separation move- 
ment. Mr. Curry will be superintend- 
ent of overhead lines, Mr. Savage will 
be superintendent of equipment and 
Mr. Sherman will be purchasing agent. 

Mr. Curry entered railway work in 
the line department of the Grand 
Rapids Railway, Grand Rapids, Mich. 
Later he joined the forces of the over- 
head department of the Chicago United 
Traction Company, where he was fore- 
man in charge of construction work. 
He resigned to take charge of the con- 
struction of power lines on the Chicago 
Drainage Canal. In 1915 he accepted a 
position as general line foreman with 
the Grand Rapids, Holland & Chicago 
Railway, succeeded by the Michigan 
Railroad, on June 1, 1916, at which time 
Mr. Curry became general foreman of 
the line division, in charge of the North- 
western and Western divisions. On Jan. 
1, 1917, he was promoted to the position 
of electrical superintendent in chargé 
of all the power lines, trolleys, third 
rail, etc., of the Michigan United Rail- 
ways, Michigan Electric Railways and 
the Michigan Railroad, with head- 
quarters at Jackson, Mich. April 1, 1925, 
he resigned to become Eastern repre- 
sentative of the Drew Electric & Manu- 
facturing Company, manufacturer of 
overhead line materials. 


Hugh Savage 


Mr. Curry was born in Grand Rapids 
in 1881. In 1898 he went to work for 
the Michigan Bell Telephone Company 
at Grand Rapids in the line department. 
After a time in the installation depart- 
ment he was again transferred to the 
line department, subsequently becoming 
foreman of construction for the tele- 
phone company. 

Mr. Savage entered the mechanical 
department of the Detroit United Rail- 
way in 1893, worked through various 
departments and in 1903 was appointed 
supervisor of the mechanical work over 
21 city and interurban shops and car- 
houses. He remained in this position 
until 1913, when he was appointed 
assistant superintendent of equipment, 
and in 1922 was appointed superintend- 
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ent of equipment. This position he 
resigned on Oct. 31 to join the Brooklyn 
City Railroad as superintendent of 
equipment, in charge of all shops and 
rolling stock. 

Mr. Sherman entered railway work 
in 1909 as assistant purchasing agent 
of the Toledo Railways & Light Com-_ 
pany, Toledo, Ohio. In April, 1912, he 
went to Jackson, Mich., as purchasing 
agent of the Michigan United Traction 
Company. On the consolidation of sey- 
eral electric railways in Michigan in 
1914 he was made general storekeeper, 
and in 1917 was made purchasing agent 
of the Michigan Electric Railway and 
Michigan Railroad, which position he 
has held to the present time. 

Mr. Sherman was born in Eaton 
County, Michigan, in 1886. He attended 
public schools in Lansing, Mich., and 
Toledo, Ohio. He served as stenographer 
at the Y. M. C. A. and in two life insur- 
ance offices-in Toledo, and then became 
assistant timekeeper of the Pope- 
Toledo Motor Company. He went from 
the Pope-Toledo Company to the Toledo 
Railways & Light Company. 


Sam Trawick Retires 


S. W. Trawick, manager of the cen- 
tral station and railway departments of 
the New York district of the General 
Electric Company, has retired. He is 
now in Pasadena, Cal., but expects to 
return to New York about Jan. 1. 

Following the retirement of Mr. Tra- 
wick announcement was made of the 
appointment of W. E. Brown as district 
manager of the central station depart- 
ment, New York district, and of C. B. 
Keyes as district manager of the rail- 
way department at New York. 

Few who knew Sam Trawick realized 
that he had seen 37 busy, interesting 
and successful years of service in the 
electrical industry. Ever since Sept. 1, 
1903, he has been connected with the 
railway department of the G. E., at 
New York. One of his first assignments 
there was the handling of the United 
Gas Improvement business. This he 
followed during his entire service at 
New York. He was later made man- 
ager of the railway department and at 
the death of F. C. Bates was appointed 
district manager of the central station 
department and conducted that as well 
as the railway department. 

Strange as it may seem to those who 
thought about Mr. Trawick only as an 
electrical man, it is a fact that he be- 
gan his business career in a bank. It 
was a country bank at that—the bank 
of Wellsville, N. Y. Just about that 
time the electrical industry was begin- 
ning to get under way and Mr. Trawick 
in 1888 decided that was the field to 
enter. He joined the Excelsior Electric 
Company, Chicago. Two years later he 
entered the service of the Westinghouse 
Electric & Manufacturing Company, 
with which he remained until Jan. 1, 
1892, when he joined the Brush Electric 
Company in Atlanta. In August, 1894, 
he became connected with the General 
Electric Company, attached to the At- 
lanta office. There he remained nine 
years. iis 

Mr. Trawick was born at Hawkins- 
ville, Ga., on Aug. 6, 1863. He attended 
the grade schools and later went to 
Cornelian Institute in Georgia. 
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Melnotte McCants Manager 
Under New Control 


No change is contemplated in the 
status of the chief operating officers of 
the Market Street Railway, San Fran- 
cisco, Cal., under Byllesby control. Mel- 
notte McCants continues as general 
manager. It is true that Samuel Kahn 
will be responsible for the affairs of 
the company in the general sense, but 
the official announcement of Byllesby & 
Company made from Chicago on Nov. 
10 said that “Mr. Kahn has also been 
appointed general manager of the 
Market Street Railway.” Mr. Kahn has 
really been elected executive vice- 
president. . 

Melnotte McCants, who continues as 
general manager, is a native of Spar- 
tanburg, S. C. He entered the employ 
of the leading railroad of that district 
—the Southern—as a clerk. In addi- 
tion to mastering his regular duties, he 
took up the study of stenography at 
night school, and it was his proficiency 
in this line that brought him to the 


Melnotte McCants 


United Railroads, the predecessor of 
the Market Street Railway, in 1906, as 
stenographer in the president’s office. 

In 1910 he was appointed chief clerk 
to the general manager. In March, 
1918, he became assistant to the general 
manager. In August, 1919, he was pro- 
moted to assistant general manager. 
In September, 1923, he was made gen- 

- eral manager. ‘ 

He has been very active in affairs of 
the American Electric Railway Asso- 
ciation and his services have been 
sought by the various committees of 
the association, such as the committee 
on education, the committee on mer- 
chandising, transportation, etc. 


T. F. Marsh, former superintendent 
of city lines of the Puget Sound Power 
& Light Company in Everett, Wash., 
has succeeded Harry W. Grant, superin- 
tendent of transportation, who recently 
resigned. 

Benjamin B. Kelley has been named 
superintendent of the Salamanca divi- 
sion of the Olean, Bradford & Salamanca 
Railway, succeeding Albert Sloan. Mr. 
Kelley was a conductor on the line for 
the last five years. | ati 
- William J. Walker has been appointed 
master mechanic of the British Colum- 

pia Electric Railway at Victoria, B. C., 
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Canada. He succeeds the late W. H. 
Armstrong. Mr. Walker went to Can- 
ada in 1912 and was employed as a 
machinist for a short time in the Mon- 
treal shops of the Grand Trunk Rail- 
way. Toward the end of the same year 
he entered the employ of the British 
Columbia Electric Company as a ma- 
chinist’s helper. 

A. C. Sloan, division superintendent 
of the Olean, Bradford & Salamanca 
Railway, with headquarters at Sala- 
manca, N. Y., has resigned, effective 


Dec. 1. He gave 23 years of continuous 
service with that company, twenty 
years as division superintendent at 


Salamanca. 


R. C. Slye has been named passenger 
representative of the Chicago, North 
Shore & Milwaukee Railroad in prepa- 
ration for the proposed extension of 
North Shore Line activities in and 
around Milwaukee. Mr. Slye has been 
employed for years in the passenger 
traffic departments of the Baltimore & 
Ohio and Chicago, Milwaukee & St. 
Paul roads. 

Thad H. Brown, Secretary of the 
State of Ohio, has been named chair- 
man of the commission authorized by 
the last General Assembly to conduct 
negotiations with bordering states for 
the settlement of controversies over in- 
terstate bus and truck problems. 
George T. Poor of the Public Utilities 
Commission and State Highway Di- 
rector George F. Schlesinger are the 
two other members of the commission. 
The first meeting will be held on Dec. 7, 
when the Indiana Public Service Com- 
mission will join the Ohio group in a 
conference in Columbus. 

Mrs. Florence A. Tate has resigned 
as manager of the investment depart- 
ment of the Kentucky Utilities Com- 
pany, effective Nov. 9, to become man- 
ager of the investment department of 
the Interstate Public Service Company 
of Indiana, with headquarters in Indian- 
apolis. Mrs. Tate is a native of Seattle, 
Wash., and has been connected with 
the Kentucky company for five years. 
She has been at the head of the invest- 
ment department for the past year and 
was formerly secretary of the company. 
Both the Kentucky Utilities Company 
and the Interstate Public Service Com- 
pany are operating companies controlled 
by the Insull utility interests of Chi- 
cago, and the transfer of Mrs. Tate 
is in the nature of a promotion. : 

Harry W. Grant, superintendent of 
transportation for the southwestern dis- 
trict of the Puget Sound Power & Light 
Company in Everett, Wash., since Jan. 
1, 1924, has resigned to go into private 
business. Mr. Grant has been with the 
company since 1906. He developed the 
bus service of the company in the 
Everett district. Mr. Grant is a man 
of wide experience in the light and 
power and the electric railway fields. 
He was one of the first men on the 
Pacific Coast—in fact, one of the first in 
the country—to sense the place that the 
bus was designed to play in the trans- 
portation field. It took a great deal of 
courage back in 1921 to do some of the 
things he did, things that now have 
come to be accepted as logical and right. 
Mr. Grant was the author of the leading 
article in the issue of Bus Transporta- 
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tion in January, 1922, the first issue 
of that paper. His contribution re- 
flected his own attitude. It was en- 
titled “Putting the Motor Bus and 
Trolley Together to Complete Service.” 


G. P. Baldwin Elected a General- 
Electric Vice-President 


George P. Baldwin, general merchan- 
dising manager of the General Electric 
Company, was elected a vice-president 
of the company at a meeting of the 
executive committee on Nov. 20. In his 
new position Mr. Baldwin will have 
charge of activities connected with the 
electrification of steam railroads and 
such other duties as may be assigned by 
the president. His new headquarters 
will be at 120 Broadway, New York 
City. Mr. Baldwin’s former duties will 
be taken over by Charles E. Patterson, 
who has been vice-president in charge 
of finance since 1920. 

The new chief of electrification work 
has been at the head of the merchandis- 
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G. P. Baldwin 


ing department since it was created in 
1923. His connection with the General 
Electric Company dates from 1910, 
when he was made manager of the 
Pittsburgh office. Five years later he 
became manager of the Atlantic dis- 
trict, with headquarters in Philadelphia, 
and he remained in that post until 
1923. 

Graduating from Leland Stanford 
University in 1896 with the A. B. de- 
gree, Mr. Baldwin entered the employ 
of the Stanley Electric Manufacturing 
Company, which was bought by the 
General Electric Company in 1903. He 
then became vice-president of the Blais- 
dell Company, Los Angeles, where he 
remained until he became a member of 
the General Electric organization. He 
was born in San Francisco on Jan, 22, 
1874, 


D. W. Clanton has keen appointed 
safety supervisor of the Georgia Rail- 
way & Power Company, Atlanta, Ga. 
He assumed his new duties Nov. 16. 
At the same time he assumed the chair- 
manship of the first aid committee of 
the Safety Council. He will now go 
into the various departments, organize 
safety committees and first aid teams 
and promote general safety work. Mr. 
Clanton has been with the company fo 
about five years. . 
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Manufactures and the Markets 
News of and for Manufacturers—Market and Trade Conditions 
A Department Open to Railways and Manufacturers 
for Discussion of Manufacturing and Sales Matters 
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Crusading Against Waste 


Secretary Hoover Attributes the Pres- 
ent Stability to Successful Campaign 
for Industrial Efficiency 


All credit for “one of the most 
astonishing transformations in eco- 
nomic history” is ascribed to the ad- 
mirable spirit of co-operation evinced 
by the country as a whole, in the 
annual report on economic conditions 
just rendered by Herbert Hoover, Sec- 
retary of Commerce. The movement 
for elimination of waste in industry, 
begun five years ago by the depart- 
ment, has gained enormously in mo- 
mentum during the current year. 
Every facility of the government has 
been placed at the disposal of American 
business in the crusade against in- 
efficient practice and needless loss of 
motion. The realization is at last cur- 
rent that only by working together in 
this common cause may American in- 
dustry effectively meet the tremendous 
advantages of lower living and wage 
standards possessed by foreign rivals. 

Mr. Hoover points out that the term 
“elimination of waste” does not carry 
the implication of individual or willful 
waste, but rather refers to those losses 
which may be eliminated solely by co- 
operative action in the community. 
Quoting from the report: 

They do not refer to any single producer, 
for in the matters here discussed he is in- 
dividually helpless to affect them. Nor do 
they imply any lessening of fair competi- 
tion or any infringement of the restraint of 
trade laws. In fact, the most casual in- 
vestigation of the work in progress will 
show that its accomplishment establishes 


more healthy competition. It protects and 
preserves the smaller units in the business 


world. Its results are an asset alike to 
worker, farmer, consumer and _ business 
man, 

The epitome of the “astonishing 


transformation” lies in the following 
table from the Department of Labor: 


MOVEMENT OF WAGES AND Prices 1920-1925 
(1913=100) 


Wage 

Rate Prices 
226 
147 
149 
154 
150 


The highest real wage in the history 
of the country, three years of remark- 
able price stability, with a correspond- 
ing reduction of speculation in com- 
modities to a minimum—these are truly 
notable achievements to be. credited 
either wholly or in part to the strenu- 
ous fight against waste practice. 

Included in the report are a number 
of very interesting condensed state- 
ments by department officials in touch 
with the various lines along which the 
problem has been attacked. Among 
these are “Elimination of Waste in 
Railroad Transportation,” “Elimination 


of Waste Through Enlarged Electrifi- 
cation,” “Elimination of Waste in Con- 
struction Industries,” particularly 
through a reduction in the seasonal 
character of these industries; ‘Elimi- 
nation of Waste in Distribution” and 
“Street and Highway Safety.” 

Part II of Mr. Hoover’s report con- 


stitutes an economic review for the: 


fiscal year, while Part III contains a 
number of legislative recommendations. 


$13,500,000 Spent in Brooklyn— 
Program to Go Ahead Next Year 


Since the separation of the Brooklyn 
City Railroad from the rest of the sys- 
tem of the Brooklyn-Manhattan Transit 
Corporation the Brooklyn City has 
spent approximately $9,000,000 on new 
equipment and approximately $4,500,- 
000 on reconstruction of track, new 
paving, etc. It has also put its build- 
ings, carhouses, shops, etc., in first- 
class condition. Great as has been 
this work of rehabilitation, the pro- 
gram has not yet been completed. 


Plans are now being made for next, 


year. Not all the details have been 
worked out, but during the year the 
process of rehabilitation will embrace 
the purchase of machine tools, motor 
trucks, etc. 


Bus and Truck Production 
to Be Expanded 


Plans are under consideration by the 
American La France Fire Engine Com- 
pany for raising additional working 
capital so that further expansions in 
the commercial truck and bus branches 
of the business may be made. These 
lines have been developing rapidly of 
late and it is thought advisable to in- 
crease facilities at the new plant located 
at Bloomfield, N. J., in order to provide 
for the production of 1,000 buses and 
trucks in 1926. The manufacture of 
municipal fire engine apparatus is car- 
ried out at the principal plant in EI- 
mina, Nee xs 


Metal, Coal and Material Prices 


Metals—New York Dec. 1, 1925 
copnee, electrolytic, cents perfb.......... 14.125 
one wire Mae cents perlb...........0. 16.50 
oe Cents Word seas dec ace eee 9.50 
ZiNG, CONts Per 1D: eersalere a sisiovstes0 Sta estetere 8.725 
Tin, ‘Straits, GODtS POL Diamine ne celeve serene 63.50 


Bituminous Coal f.o.b. Mines 
Smokeless mine run, f.o.b. vessel, Hampton 


Roads, gross toDS.........- ee eeeeeseee $5.325 
Somerset minerun, Boston, net tons....... ey bas 
Pittsburgh mine run, Pittsburgh, net tons 2.175 
Franklin, Ill, screenings, Chicago, nettons 1.625 
Central, ill. , screenings, Chicago, net tons., 1.425 
Kansas screenings, Kansas City, net tons 2.30 


Materials 
Rubber-covered wire, N. Y., No. 14, per 
1,000 ft 


Weatherproof wire base, N. Y.,centsperlb 18.25 
Cement, Chicago net prices, without bags 2.10 


Linseed oil (5-bbl. lots), N. Y., pergal..... 0.99 
babes: lead in oil (100-Ib. keg), N. Y., cents 

RSLS SURG CINO CTC. AICTE EAE ee 1550 
eerstioe (bbl. lots), N. Y., pergal....... $1.05 
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' Seat Manufacturers Report 
Many Inquiries 


Manufacturers of car and bus seats, 
seat coverings and general car furnish- 
ings find that their business is respond- 
ing to the general upward trend of the 
industrial boom which is current at the 
present time.’ In fact, some producers 
in this line are experiencing difficulty 
in keeping the total of unfilled orders to 
a minimum. So far as the Heywood- 
Wakefield Company, New York, is con- 
cerned, it anticipates a banner year 
in 1926, and its various products are 
being developed and improved to meet 
the constantly changing requirements 
of the transportation field. Among the 
recent contracts.in the railway field 
upon which the company has bid is one 
from the Grand Rapids Railway. This 
company is seeking equipment for sev- 
eral de luxe type cars soon to be added 
to. the rolling stock of the road. This is 
of: course only one of many developments 
that are pending, but it is regarded as 
especially significant because of the 
general trend toward de luxe appoint- 
ments in rolling stock which it is be- 
lieved to presage. 


New York Central Will Try 
Diesel-Electric Car 


Considerable interest is centering on 
the proposed operation of oil-electric 
cars in the United States. The New 
York Central Railroad is a pioneer in 
this field, having undertaken the task 
of preparing a car for try-out on its 
West Shore and other branch lines. 
Delivery is expected within four months 
of the engine, generator and. other 
equipment, to be installed in one of the 
standard New York Central coaches, 
after necessary modifications have been 
made. 

As a result of this experiment con- 
siderable data may be obtained to settle 
once and for all the moot question of 
Diesel-electric installations. Cars of 
somewhat similar general type but of 
widely differing characteristics have 
been in operation on the lines of the 
Canadian National Railway for some 
time. 

Opinion is still divided, however, 
as to whether the Diesel-electric equip- 
ment, with its heavier initial outlay and 
higher operating cost, can justify its 
adoption in preference to the more eco- 
nomical gasoline-electric 
New York Central officials will care- 
fully check all operating costs and 
other essential data in the hope of 
arriving at a satisfactory answer to 
this question. 

The new car will be provided with a 
McIntosh & Seymour engine directly 
connected to a General Electric gen- 
erator. The engine will be a modified 
Diesel type, of four cycles, and with 
the cylinders in one line. The engine 
is rated 200 hp. at 550 r.p.m. Two 
GE-260 motors mounted on the front 
truck and operating at a gear ratio of 
2.83 to 1 will be used to proviiew power 
for the car. 

It is estimated that the car can be 
run at speeds up to 60 m.p.h. and with 
a fuel consumption over long runs of 
approximately 3 miles per gallon. Stor- 


installation. 


owe 


/ 


December 5, 1925 


age batteries beneath the rear portion 
of the car will supply current for driv- 


ing the generator when starting the 


oil engine, and in car lighting. The 
batteries will be charged from the ex- 
citer during periods when the car is in 
operation. 


™~ 


Buyers and Sellers Can Meet 
in New Orleans 


Supervised by H. Walton Heegstra, 
director-general, the International 
Trade Exhibition opened its doors per- 
manently in New Orleans on Sept. 14. 
Already eleven states have pledged 
co-operation and several foreign coun- 


_ tries, responding to the proclamation of 


invitation issued by President Coolidge, 
are actively negotiating. 

Provision is made so that exhibitors 
may maintain permanent offices and 
maintain exhibits with or without their 
own representatives in charge. There 
will be a retail display and sales floor 
or section where manufacturers who 
are not intrenched with the retailer 
serving the New Orleans territory may 
do introductory selling to the consumer. 
A reservation of space is provided 
where the inventors of the world may 
exhibit their inventions. A _ general 
commercial reference library is also 
part of the plan. It is proposed to 
establish firmly the general mark 
“Intrex,” that the use of this mark by 
an exhibitor on commodities will at 
once create, or sustain confidence in 
the proposition or commodity offered. 


Fewer Orders for Paving Brick 


Not since 1923, says the National 
Paving Brick Manufacturers Associa- 
tion, has the industry fallen behind in 
its production to such an extent that 
the unfilled orders have surpassed the 
stock of various quality bricks on hand. 
Neither stock nor orders reached the 
high point during the peak spring 
months this year that was attained in 
1924, although the degree of falling off 
does not constitute a matter of grave 
importance. The production curve sub- 
mitted by the paving brick industry is 
of interest because of its abrupt rise to 
a peak in the late spring or early sum- 
mer and the more gradual decline 
through the remainder of the year to a 
low point. é 


‘Standardization of Bus and Truck 


Parts of Great Importance 


Particular emphasis was laid on the 
importance of standardization and in- 
terchangeability of bus and truck parts 
by many of the speakers at a conven- 
tion of the Motor Truck Industries, Inc., 
held recently in the Department of 
Commerce, Washington, D. C. Discus- 


‘sions by various government speakers 


and by leaders in the industry indi- 
cated that the trend of demand from 
fleet owners is for parts which shall 
be interchangeable, so that entire units 
may be replaced while the damaged 
parts are repaired by bench mechanics, 
withholding the trucks from service 
only for the time ‘necessary for re- 
placement. C. D. McKim of the Con- 


_ tinental Motors Company, Detroit, in- 


} 
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dicated that this demand had been 
stimulated by the growth of bus trans- 
portation. Such interchangeability, de- 
clared B. S. Gramm of the Gramm- 
Bernstein Truck Company, would 
influence further purchases of buses 
and trucks and would also affect the 
attitude of the 400 bankers who are in 
touch with the industry. 

Various government speakers pointed 
out means by which the motor trucks 
may increase their usefulness. Among 
these speakers were R. M. Hudson, 
chief of the Division of Simplified Prac- 
tice, and E. W. McCullough of the De- 
partment of Manufactures, Chamber 
of Commerce of the United States. 
Col. Chauncey B. Baker, U. S. A., re- 
tired, Columbus, Ohio, whoa was in 
charge of motor transport during the 
World War, pointed to the army as an 
example of standardization in every 
phase of activity and stressed the ex- 
cellent record of continuous service 
which the government machines made 
as a result of this policy. 

J. W. Stephenson of the Indiana 
Truck Corporation, president of the 
association, presided. 


New Company Contemplated 
in Brill-Fageol Deal 


Plans are rapidly taking shape for 
the proposed consolidation of the Hall- 
Scott Motor Car Company, the Fageol 
Motors Company of California and the 
Fageol Motors Company of Ohio, with 
the J. G. Brill Company and the Amer- 
ican Car & Foundry .Company taking a 
large interest in the consolidated com- 
pany. This consolidated company will 
thus have a strong financial back- 
ground and other advantages due to 
the prestige of both the Brill company 
and the American Car & Foundry Com- 
pany in the electric railway and steam 
railroad fields. Stockholders of the 
Fageol Motors Company of Ohio are 
being urged through F. R. Fageol, 
president, to consummate the consoli- 
dation. It is said that all the large 
stockholders have deposited their hold- 
ings with Day & Zimmermann, Inc. 

The consolidation agreement was 
negotiated between Samuel M. Curwen, 
president of the Brill company, and 
the Fageol directors. Mr. Curwen and 
his associates contemplate organizing 
a new company under the laws of Dela- 
ware to acquire both Fageol and Hall- 
Scott by exchange of stock. This new 
company will have an authorized share 
capital of 100,000 shares of 7 per cent 
cumulative, non-voting preferred stock 
of a par value of $100 each and 300,000 
no-par value common shares with vot- 
ing rights. 


$1,540,000 for Nashville 
Improvements—Ten New Cars 


Expenditures to be made by the 
Nashville Railway & Light Company, 
Nashville, Tenn., in, 1926 will total 
$1,540,000. Announcement to this ef- 
fect has been made by B. C. Edgar, re- 
cently advanced to the post of presi- 
dent of the company. The budget calls 
for: 


Ten new street cars to cost $135,000, to 
be delivered early in the new year. ; 
A $100,000 substation which will provide 
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increased. facilities for light  and’)’power 
service, to be completed in 1926 and locatéd 
on First Avenue, north, opposite the power 
house. 3 

A new $500,000 turbo-generator with a 
capacity of 26,600 hp., increasing the capac- 
ity of the power plant 65 per cent, 

Reconstruction and = improvement _ of 
street railway tracks at a cost of $250,000, 
including street paving. 


Mr. Edgar said in part: 


This year we have taken an inventory of 
Nashville’s needs, and the tesult is that 
today these directors approved a budget of 
$1,540,000. That budget was arrived at 
through increased demands during 1925, 
and after a study of the future here. This 
million and a half dollars backs up our 
confident belief in the continued growth of 
Nashville, and fortifies us to keep not only 
apace of the needs of the city, but ma- 
terially ahead of those needs. 


October Shows Increase in 
Babbitt Metal Consumption 


The total apparent consumption of 
Babbitt metal, based on reports re- 
ceived from 27 firms, was announced as 
5,550,247 lb. in October, compared with 
4,621,033 in September. This consump- 
tion is calculated from sales by manu- 


BABBITT METAL CONSUMPTION 


(As shown by sales and consumption by producers 
in pounds.) 


Total Sales Con- 
Apparent (by sumption 

Con- Manu- (by 
1925 sumption  facturers) Producers 
January....... 5,683,183 4,620,815 1,062,368 
February...... 5,164,619 4,103,340 1,061,279 
Miarelt.. sprees 5,644,288 4,395,901 1,248,387 
Aprile. cst. 5,126,416 3,928,136 1,198,280 
Misyiee apis. 5,081,668 4,189,558 892,110 
DUNK Fei erst ats se 5,074,966 4,085,125 989,841 
OWL Yaaecak te erecereie 5,184,196 3,694,386 1,489,810 
August, .f..00% 5,441,823 4,068,706 1,373,117 
September..... 4,621,033 3,579,780 1,041,253 
October....... 5,550,247 4,169,870 1,380,377 
Total (10 mos.) 52,572,439 40,835,617 11,736,822 


facturers and consumption by those 
firms (among them several important 
railroad systems) which consume their 
own production. In the accompanying 
table, compiled by the Department of 
Commerce, the sales of Babbitt metal 
are shown separately from the con- 
sumption in the producing plants. 


Electrical Reference Book 
Service to Be Expanded 


The McGraw-Hill Company, Inc., 
New York, publisher of the ELECTRIC 
RAILWAY JOURNAL, has purchased the 
EMF Electrical Year Book published 
by the Electrical Trade Publishing 
Company, Monadnock Block, Chicago. 
The 1926 edition, which will be out 
April 1, 1926, will be edited by the staff 
of the Electrical Trade Publishing Com- 
pany and sold by the staffs of both 
organizations. Headquarters for the 
Year Book until completion of the 1926 
edition will be at the offices of the Elec- 
trical Trade Publishing Company in 
Chicago, but information and data may 
be secured from men of both organ- 
izations. 

This standard reference book will 
supplement the service of McGraw-Hill 
electrical publications by supplying the 
reference information needed by buyers 
and specifiers throughout the industry. 

Robert Wolfers has joined the Mc- 
Graw-Hill Company and will be in 
charge of directories, lists and a direct- 
mail department, which is being devel- 
oped to serve McGraw-Hill advertisers. 
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Mr. Wolfers was formerly connected 
with the Automobile Trade Directory 
and Chilton Automobile Directory. 

J. S. Cortelyou, who has been devot- 
ing his time to the Radio Trade Di- 
rectory, will in future direct the com- 
pilation of all McGraw-Hill directories 
and lists. Mr. Cortelyou was associ- 
ated for many years with Mr. Wolfers 
in the automotive directory business. 

Other McGraw-Hill reference publi- 
cations are McGraw Central Station Di- 
rectory, McGraw Electric Railway Di- 
rectory and the Radio Trade Directory. 


Another Score for Efficiency 
Made by Ford Company 


As a means of bringing about gen- 
era! uniformity in billing among busi- 
ness firms of America, lessening office 
work, saving time, insuring greater 
accuracy and reducing mailing volume, 
the Ford Mctor Company is now offering 
a uniform invoice for the considera- 
tion of business executives generally. 
Standardization has always been a key- 
note with the Ford company and it has 
now carried that aid to efficiency into 
office practice and obtained the same 
economical results. 

The use of invoices assumes impres- 
sive proportions in modern business 
practice, firms such as the Ford com- 
pany frequently handling more than 
500,000 a year. Nor does the adoption 
of a uniform invoice give rise to the 
objection of too great rigidity, for it 
has been demonstrated by months of 
successful practice that it is most 
flexible and applies to every type of 
industry. It is said to be adaptable to 
every form of mechanical handling. 


$1,250,000 Electric Locomotive 
Order by New York Central 


Ten electric locomotives have been 
ordered by the New York Central Rail- 
road from the American Locomotive 
Company, to be provided with G. E. 
apparatus. They are to be called type 
T 3. The present type of passenger 
locomotive is designated as type T 2. 
There is not a great deal of difference 
between these two types. Five of these 
locomotives will be delivered July 1, 
1926, and the other five on Dec. 1, 1926. 
The order is understood to involve the 
expenditure of about $1,250,000 by the 
New York Central. 


D., L. & W. to Do Switching in 
Markets by Electricity 


The Delaware, Lackawanna & West- 
ern Railroad has filed a petition with 
the Public Service Commission of New 
York asking its approval of a plan for 
the electrification of its 25th Street 
and Wallabout freight terminals in 
Brooklyn. It is proposed to operate a 
60-ton oil electric locomotive in the 
25th Street terminal. In the Wallabout 
terminal it is proposed to install over- 
head wires to carry electricity to be 
purchased and to operate, in place of a 
steam locomotive, a 50-ton, 600-volt 
electric locomotive. The _ railroad’s 
move is made in compliance with the 
Kaufman law requiring electrification 
of all railroads within the city. 
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Rolling Stock 


Asheville Power & Light Company, 
Asheville, N. C., it is reported, has pur- 
chased five new cars at a cost of $9,400 
each. It is said the cars will be placed 
in service about Feb. 1. 


Alabama Power Company, Tusca- 
loosa, Ala., is spending several thou- 
sand dollars on improvement of its 
railway. Two new cars have been 
purchased. 

Grand Rapids Railway, Grand Rap- 
ids, Mich., has announced specifications 
on fifteen new cars. The details follow: 


Number of cars ordered... os eee Se eeu 15 
"PY DC LOL MCAT a teaesale isu Light-weight one-man, 

two-man, single end 
DCAGIM SS CAPACIDVA etek ches plese eye es weyers (ehecene 43 
Heng Uh ONMEL AM cattieteus is oie ieee idee Bee aay a! ate 


Truck wWheelpage ts ic cn wie + w.0 es 0 2 4 ft) 6 in 
IWVAGER VO MGR Ries lattrsrs a) oe sale o dle ft. 6 in. 
Height, rail to trolley base. .10 ft. 34 in. 


uate dade met he (ee lat vis lays. fois > pis, sls! = Semi-steel 
WS buvebyAATe arse =e Mahogany 
Haskelite 
Arch 


Body 
Interior trim , 
Headlining 
Roof 


TVOOIs COVGM UE Sse aterwis sare .o ay we, ls.er's Kenni-suede 
FAIR DEAIKOS irene state.) Flay sl e)'d) vel Westinghouse 
LACT OR Me or ne ae tee me rapa tdi se yo slg! civics s.r ohana he 4 in. 
SUNDER Sige aie aisha farsa als —ais,a 6 Automobile type 


CAD SISMAIISVSLOM 1. ls ox ie vieisisie sets Faraday 
OrWa wohaaker ths t-32)) see ORE eee Steel enameled 
COMPPESSORGS & le iccletas apt bc os celeie CP-27 
Control 
Curtain fixtures. 
Curtain material 
Destination signs 4 
Door operating mechanism........1 
phen 
Signe! Economy meters 


.. National Lock Washer 
Bp aioicecieuese FeO Pantasote 


Energy-saving device 


FURTOMIOL Wy Ar Mle ape sitegais's:-8\ ois, W/o ms wvetaiels Enamel 
RATE) DOMES sete dats alle die. 6,60) a. ieyal aye) ayade Wood 
Fenders or wheelguards..... Grand Rapids 

Railway 


Gears and pinions ....... General Electrie 
Hand brakesieaa. or 6... . Peacock staffless 
Heater equipment.......... Railway Utilitv 
Journal boxes 2 ae 
Lightning arresters 
WLOTORS Seteeteteiaicee ieitacie ie (ele 's ce Four GE 
Sash fixtures ... 
Seats 
Seating material 
Slack adjuster 
Step treads 
Trolley catchers 
Trolley base 
Trolley wheels 
Wheels 


-268-F 
.Curtain Supply Company 
Twin bracket type 
BPea mh spe) ¥) oicat he aye Ronni sues 


RMR Neis toca eles More-Jones 


Power Houses, Shops and 
Buildings 


Illinois Power & Light Company, 
Chicago, Ill., recently started work on 
the $60,000 garage in Champaign, IIL, 
to be used for storage of its fleet of 
buses and service cars. The English 
Brothers Construction Company is do- 
ing the job. The building will be 
100x60 ft., adjoining the carhouse, two 
stories high and modernly equipped in 
every detail. 


\ 


Track and Line 


Alabama Power Company, Tusca- 
loosa, Ala., plans to lay new rails on 
part of its loop line in Tuscaloosa. 


Memphis Street Railway, Memphis, 
Tenn., has put in storage tracks for 
cars on North Front Street for several 
blocks, where emergency cars are 
placed. © 

Key System Transit Company, Oak- 
land, Cal., is constructing tracks on 
Hopkins Street between Excelsior Ave- 


nue and Champion Street at a cost of 
about $28,800. 
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Trenton & Mercer County Traction 
Corporation, Trenton, N. J., has. ex- 
tended its tracks on Stuyvesant Ave- 
nue, Trenton. That part of the road 
was abandoned some time ago, but the 
Board of Public Utilities Commissioners 
ordered service resumed. 


Potomac Edison Company, Cumber- 
land, Md., has applied to the Maryland 
Public Service Commission for permis- 
sion to extend its street car tracks in 
Cumberland. The application states 
that the project, which involves an ex- 
penditure of about $25,000, has re- 
ceived the approval of the Mayor and 
City Council of Cumberland. 


Trade Notes 


North East Electric Company, Roch- 
ester, N. Y., is placing a new mag- 
netic horn on the market which is said 
to embody a number of unusual fea- 
tures. Theshorn is termed the North- 
easter and its keynote is simplicity of 
design. The number of parts is re- 
duced to a minimum. They are built 
for heavy duty. Tonal adjustment is 
facilitated by a conveniently located 
screw. 

H. A. Watkins has been appointed 
metropolitan district sales manager for 
the Bridgeport Brass' Company, with 
offices in the Pershing Square Building, 
New York City. Mr. Watkins comes to 
this appointment with a wide experi- 
ence in general industrial and utility 
development work. He is better known, 
perhaps, for his work as superintend- 
ent of docks under the Mitchell admin- 
istration in New York and as a Major 
of Engineers during the late war. 


Walter F. Mulhall, for the past four 
years an account executive with the 
G. M. Basford Company, has been 
elected vice-president of the company. 
Before he became connected with the 
G. M. Basford Company, Mr. Mulhall 
was assistant to the general superin- 
tendent of the Midvale Steel Company, 


— —_ 


then assistant to the vice-president of — 


the Tacony Steel Company and Penn- 
Seaboard Steel Company. 
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Advertising Literature 


General Refractories Company, Phil- 


adelphia, Pa., has issued a leafiet en- 
titled “Fire Brick That Is Uniform.” 
The obvious disadvantages of thick and 
irregular joints are pointed out and the 


uniform quality, of General Refrac-' 


tories products is illustrated. 


Allis-Chalmers Manufacturing Com- 
pany, Milwaukee, Wis., has issued a 
leaflet, No. 2082, entitled “Centrifuga! 
Boiler Feed Pumps. bs Following a sec- 
tion in which the various character- 
istics of Allis-Chalmers pumps are dis- 
cussed, several pages are devoted to a 
presentation of useful data, illustrated 
with a number of curves. 


Portland Cement Association, Chi- 
cago, Ill, has issued an eight-page 
rotogravure folder containing many in- 
teresting pictures of recent notable 
concrete structures. The keynote of 
the publication seems to lie in empha- 
sizing the widely varied uses to which 
concrete may be effectively put in its 
present high state of development. 


